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Errata in Mr. Evans’ Automatic Car-couplers, 





To THE EDITOR OF THE RAILROAD GAZETTE : 

I desire, with your kind permission, to correct errors 
which I have fallen into in my article on “‘ Automatic Car- 
couplers,” appearing in your issue of Nov. 7. 

In paragraph 3—3d column, as to cost of retaining the link 
to the Old Colony Railroad Co., it is assumed that the cost 
of pins is one-third of both links and pins. This is erroneous, 
there being two pins toeach link. The pins will slightly 
outweigh the link, so the amount of $1,000 would be re- 
duced to $750. I discover also that too much credit is given 
for material picked upon a basis of 3 cents per pound for 
new links and 1 cent per pound for material recovered, the 
deduction becomes $125, making cost of links on the basis 
assumed $625 per annum. Capitalized as before at 8 per 
cent., $7,812, or $1.30 per draw-bar (for 3,000 cars) instead 
of $1.46 as given in the article. 

It may be stated that whatever device may be substituted 
for the link is liable to destruction also, so that it is quite 
possible the cost figured above may largely and perhaps 
entirely disappear. Jas. A. EVANS. 

DENVER, Col., Nov. 12, 1884. 








Automatic Car-couplers. 





To THE EDITOR OF THE RAILROAD GAZETTE: 

The article in your issue of Nov. 7, 1884, by Jas. A. 
Evans, C. E., upon the subject. of ‘‘Automatic Car-couplers,” 
seems open to serious criticism, so far as anything positive 
can be discovered to criticis2. In his criticism on Question 1» 
he implies that there ‘should not be a standard coupler at 
any time,” any more than there should be a standard loco- 
motive. It will be difficult for any one familiar with the 
circumstances to see in the comparison a similarity of con- 
ditions. Locomotives are not interchanged, and therefore 
require no similarity of construction to save the necessity of 
foreign roads carrying duplicates of parts liable to breakage, 
of the different styles of locomotives in the country. 

The one who does not believe there ought to be some single 
standard coupler fails to comprehend the situation. Is there 
any more reason why there should not be a coupler adopted 
which shall be perfectly interchangeable than there is for 
not having wheels interchangeable, because, forsooth, the 
exact economic standard is not known to have been reached ? 

Mr. Evans says: ‘It is safe to predict that the standard 
of now will not be the standard for the next decade.” Every 
one, so far as known, but Mr. Evans, seems to be hastening 
the impression that there isno standard ‘‘now,” and the 
danger of producing one seems so remote that there is great 
danger that the next “decade” will find us stuck in the 
precise spot we have been wallowing in for the past twenty 
years. Let us consider for a moment the condition of this 
question during that period. Have there been any such 
marked advances that it would have been inconvenient to 
have hada single standard instead of the 300, or such a 
matter, generally inuse? Mr. Evans seems to exhibit un- 
reasonable alarm in reference to possible improvements, 
which he would have us believe makes it unwise to adopt a 
standard. The practicability, importance, safety and 
economy of a single standard coupler, are so obvious 
that no one familiar with the details will for a moment dis- 
pute itsnecessity. It is idle to argue against facts. 

The criticism on Question 2, asserting that a train equipped 
with Ames couplers could not run over Mr. Evats’ road at 
all, would lead us to infer that his road is in a pretty bad 
condition. 

Iv regard to Question 3, it was said that 39 train and 
yard men and.18 master car-builders (all that replied) be- 
lieve that ‘individual action in the adoption of separate 
standard automatic couplers” would greatly increase the 
danger to trainmen, and with all due regard to Mr. Evans’ 
opinion, we prefer to take these unanimous opinions, as thus 
expressed, to his mere assertion. How he feels justified in 
declaring that the answers to Question 8 are “ erroneous and 
misleading,” is not clearly intimated. 

In the treatment of Questiun 4, as to state legislation, there 
is shown a great lack of explicit clearness. Mr. Evans 
says: Legislation ‘‘can say t) the railroads that some de- 
vice shall be used for-the coupling of cars that shall neither 
be dangerous in itself nor invite danger.” This is true, but 
it is no less true than that they can also say to the railroads 
that unless some device is used to prevent accidents you 
must stop running your trains,and the man who draws 
right conclusions from the facts will see that such action 
ineither of these directions would be equally impracticable. 

How Mr. Evans has come to the conclusion, that the an- 
swer to Question 4 (that the legislature can do but little) is 
‘confined to the economic view of the question, ignoring the 


_ humanitarian side of it,” is beyond my power of comprehen- 


sion, for I believe it is conceded by all except Mr. Evans 
that the danger of coupling cars is almost wholly due to 
inequalities in heights and shapes of draw-bars, or, in other 
words, a want of standards, 

Mr. Evans proceeds to say that ‘‘ the yard-masters would 
be the choice of many” as the ones to select a standard 
draw-bar, 

Now, if weare to select from the couplers in general use for 





the past 20 years, their counsel might be valuable, if hardly 
needed; but opinions already expressed by them do not in- 
dicate that they are safe advisers. Out of 39 trainand yard- 
men who were asked, all but two approved the use of the 
Safford draw-bar, yet no one believes that the Railroad Com- 
missioners will recommend its use. Therefore, until ship 
carpenters are employed to sail ships and sailors to build 
them, and until mechanics are employed to run trains and 
trainmen to build cars, yard-masters will not be the choice 
of practical men to select mechanical contrivances in ad- 
vance for safe or economic use. 

If it were worth while to enter into a detailed statement 
of the expenses of maintaining the link and pin, it might be 
attempted, but it is not. It may perhaps be proper to state 
for Mr. Evans’ personal information that the reason for the 
reduced expense of links and pins, at the present time, is the 
restriction put upon their delivery to trainmen, by institut- 
ing a proper record of their use, instead of allowing every 
one to help themselves as formerly—the strings having 
been drawn tighter and tighter from year to year resulting 
in the saving mentioned. 

One dissipates his energies when he spreads himself out so 
thin that you cannot find any practical point to his effort. 
I have read the article ‘* Automatic Car-Couplers,” by Mr. 
Evans, through several times, and up to the present moment 
Iam unable to determine where the point in the coupler 
question is reached. The question resolves itself into two 
propositions, it seems to me : 

1. Isa standard coupler desirabie where cars are inter- 
changed ? 

2. Should it not be automatic in its action ? 

If you ask ‘“‘ What coupler should bs adopted ?”’ my an- 
would be, ‘* Auy coupler which has shown good service in 
use.” 

There is no more doubt about the importance of a stand- 
ard than there is about the necessity of abundant light upon 
the subject in order to see its bearings clearly. 

The action of a vigorous imagination may see the fulfill- 
ment of the requirements prescribed by Mr. Evans, but the 
practical ‘‘ horse sense” of an ordinary mechanic wilts be- 
fore the “ infallibility ” of the proposition, and wonders bcw 
he can apply them to any of the 4,000 couplers, or such a 
matter, now in existence. The one who can demonstrate 
clearly by drawing, model or practical tests, that he has 
produced the coupler filling Mr. Evans’ requirements, can 
count on my influence to secure him the patronage bis efforts 
deserve, but by all means don’t let us wait for this coupler 
before we adopt a standard. STANDARD COUPLER. 








Cost of Links and Pins. 


SHARPSVILLE, Mercer Co., Pa., Nov. 13, 1884. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

Mr. Evans, of Denver, in his interesting letter printed in 
the Gazette of Nov. 7, under title ‘‘ Automatic Car-Coup- 
lers,” quotes the statement made at the meeting of the New 
England Railroad Club, held in Boston Sept. 24, as to 
amounts expended by each of several roads for “ links and 
pins,” viz.: By Mr. Kirby, of the Lake Shore, that during 
12 months of 1883-84, the sum spent on his road for links 
and pins was $20,000: by Mr. Goodwin, that in 1873 the 
Lake Shore spent $50,000 for links and pins; by Mr. Adams 
(Boston & Albany), that five years ago the New York Cen- 
tral spent $60,000 par year, and the Boston & Albany $24,- 
000, for the appliances in question; but that the expenditure 
on the Boston & Albany for that account is now reduced to 
$8,000 to $9,000 per year. 

In view of the facts that Mr. Adams did not explain the 
cause of this reduction, nor indicate the progress of it ; ani 
that the persons making the statements quoted did not give 
the cost of the links and of the pins separately, nor make any 
distinction between cost of links and pins used for new 
equipment and the cost for renewals; nor commit themselves 
to any statement in the nature of an answer to the query : 
‘*W hat becomes of the pins?” Mr. Evans adjudges the statis- 
tics, presented as aforesaid, to be ‘‘ altogether misleading.” 

And further, because Mr. Lauder, of the Old Colony, said 
that his road, with its 3,000 cars, spends $1,500 (or 50 cents 
per car) annually for links and pins, Mr. Evans concludes 
that the figures given by Mr. Kirby and Mr. Adams respec- 
tively, “‘must require some modification.” He then pro- 
ceeds to “‘ assume” that the cost of the pin is one-third of 
that of both link and pin, and that of the links dropped 
or broken 50 in 100 are picked up and “‘covered in” to the 
scrap heap; and argues, thereupon, the outlay of the Old 
Colony for links for its 3,000 cars to be equivalent to $700 
per year, or 234 cents per car. 

Closing this division’of his letter he says: * * ‘* The 
only objection to the [common] link, so far as known, is the 
matter of cost, which has been grossly exaggerated.” I take 
him to mean that the statements above quoted “ grossly 
exaggerate” the matter. He has said, explicitly, ‘‘ the 
statistics [as to links and pins] given at the meeting of Sept. 
24 bear evidence on their face of being defective in their 
bearing upon the subject under discussion.” I give the 
sentence entire, as is proper; but as Mr. Evans is not finding 
fault with the statistics for any lack of the quality of ap- 
plicableness to the subject under discussion, I might ex-+us- 
ably omit the italicized words. He has said, too, that the 
statistics ‘“‘ must require some modification.” 

Now I undertake to speak in support of my own statement 
only, viz.: that links and pins cost the Lake Shore Company 
$50,000 in 1873. 

Mr. Adams, and Mr. Kirby each, has, undoubtedly, good 
ground for his assertion, and will perhaps give Mr. Evansa 
bill of particulars. 

In February, 1874, I was engaged by the Lake Shore 





Company to make examination and report, with suggestions 
for modifications of practice, in the matter of the ‘‘shop 
accounts” of the company. My report was made to Mr. 
Leland, Auditor. I make from it the subjoined extracts: 


‘* The expenditures of this company for links and pins 
amount yearly toa very large sum. Having information of 
the amounts expended by some other lines for these articles 
of supply, I was prepared to find the outlay on this account 
on-this line even greater than it is. Knowing, too, that the 
attention of almost any man in charge of a division ora 
shop will, from the nature of things, be given more persist- 
ently to the regulation of those specific expenditures 
that are selec by the management of the line on 
which he is employed for particular examination and 
comparison, month by month, than to those items 
of expense that that are, by the practice of the line, 
merged in some account of grand proportions, I was pre- 
pared to find among those having immediately to do with 
the car and train service of the road, only a vague idea as 
to the number of links and pins supplied on their requisi- 
tions in the course of a year, and as to the aggregate yearly 
cost of these things. 

*‘Of course the invoice books were at hand from which to 
collect statistical information; but without looking up the 
facts the parties indicated were, I found, very wide of the 
mark in the estimates of their expenditures in this direction 
that they made at my request. 

* About four-fifths of the links and pins used on the line 
are purchased from manufacturers of the articles, but the 
Norwalk shop makes large quantities of them. 

‘Those expended through the Car Devartment are for the 
most part charged to ‘ Repairs Cars: and those sent by the 
Purchasing Agent direct to division superinteudents are all 
charged to that account.” . © 


After explaining how some of the cost of links and pins 
was charged to ‘‘ Train Supplies,” and some of it pro rata 
among ali accounts, the report proceeds: 


““The invoice account of links and pins de- 
livered to Cleveland car shops in 1873 aggre- 





GRIEB,.. coccccccce Qsese F00000dso00enes esse $15,210.29 
Te er aren reer 11,870.74 
Norwalk car and locomotive shops 1,819.71 
pe ET Sa i ee re 10,205.48 

Sak kesaksebubadiesdhes Sante ueeses .. $39,106.17 
Deliveries to division superintendents by Pur- 

CRONE BON ooo tdincinessdne’ cccnsdssedee 9,885.42 

Cost of those made at Norwalk.............+- 3,500.00 


NR oi nai sind cndedsaninenekans $52,491.59 

“The aggregate charge to ‘Repairs Cars’ was about 

50,000. 

**T trust that links and pins, as being in many respects 
very unsatisfactory contrivances for the coupling of cars, 
will before very long be supplanted by some device in which 
disconnected parts will not be used, but there appears rea- 
son for believing that we shall use links and pins for some 
years tocome. I do not believe, however, that there is any 
necessity for an expenditure anywhere near as large as that 
above noted.” 

After showing that we ought not to burden “Car Re- 
pairs” account with the large item of cost of links and pins, 
the report continues : 

“In order to make possible the establishment of a standard 
performance in this detail of service, and to encourage an 
economical administration in the department having charge 
of the repairs of cars, let us set up aseparate and distinct 
account for ‘ Links and Pins.’ In passing I will say that, 
with the authority of the company, I would undertake to 
reduce, within one year, the expenditure for links and pins 
at least 25 per cent., taking freight-tonnage or any other 
properly ascertained condition as a basis for calculation of 
percentage.” 

My statement made at the Ciub meeting was uopremedi- 
tated, and I spoke from memory only : but I was confident 
that I was inside the actual figures ; as indeed the extract 
from the report shows me to have been. 

In 1873 there were in the Lake Shore passenger equip- 
ment (including postal, baggage, paymaster’s and express 
cars), 253 cars, and in the freight equipment (including 
caboose, derrick and dump cars), 9,843 cars; in all 10,096 
cars ; and the expenditure for links and pins was 35.20 per 
car, within a small fraction. 

In 1883 the Lake Shore passenger equipment t umbered 
293 cars, and the freight 16,649; in all, 16,942 cars; and 
the expenditure named by Mr. Kirby ($20,000) is equivalent 
to about $1.20 per car. The Boston & Albany has now 
6,254 cars of all sorts. If its increase of stock has been par- 
allel with that of the Lake Shore, it had five vears ago about 
4,700 cars. With this number and an expenditure of $24,- 
000 per year for links and pins, the cost, per car, was about 
$5.10. With 6,254 cars and an expenditure of from $8,000 
to $9,000 (say $8,500) per year for links and pins, its outlay 
on that account is about $1.36 per car. 

Information as to the means employed to effect the re- 
ductions indicated would, as Mr. Evans suggests, be of 
use. 
On the Atlantic & Great Western Railroad, in 1873, men 
were, at my suggestion, detailed to ascertain the causes of 
the extravagant expenditure of Jinks and pins known then 
to prevail on the line. These men discovered in a certain 
lumbering district, near the line of the road, big mill-chains 
worth some $1,500 altogether, made obviously of link-iron: 
and at a station or the road found some twelve barrels of 
links and pins that had been brought in by some gatherer 
of ‘* unconsidered trifies” for shipment to Cleveland as “ old 
iron.” 

By establishing, on well considered and entirely reason- 
able grounds, a “‘ standard of performance” for each article 
of supply, and then holding every employé strictly account- 
able for all material delivered to him for company’s use, 
great economies have been, and may always be, effected. 

But [ digress. I wish to say, however, that I fully agree 
with Mr. vansin all that he has said under the sub-head 
** Question 4,” of bis letter, and in his remarks concerning 
the value of discussions and properly-conducted tests. I 
think, with him, that the “hearing” had by the Railroad 
Commissioners of Massachusetts, in the coupler matter, bas 
been of great service, in that it brought the matter promi- 
nently before the country as no inquiry made by any club 
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or association could have done; and, further, in that it 
afforded to the many attending it opportunities for inform- 
ing themselves, the like of which they could not otherwise 
have had. 

I have not heard any one claim that the discussion of the 
matter had at the meeting of the New England Railroad 
Club, of Sept. 24, threw much light on the subject. The 
plan, outlined in Mr. Lauder’s resolutions, adopted at that 
meeting, looking to a national convention of representatives 
of the railroads of the country to be held for the purpose of 
finally procuring a competent examination of the whole 
matter, and an exhaustive report thereon by qualified 
experts, may, if properly carried out, effect the desired end ; 
but, as I have heretofore in these columns said, I think that 
the board of experts should be employed and paid by the 
several states acting in concert. J. M. Goopwin. 





The Joint Executive Committee Meeting. 





From the official report of the proceedings of the Joint 
Executive Committee at its meeting in New York, Nov. 
13 and 14, we take the following : 


All the roads in the Committee were represented except 
the Allegheny Valley, the Cincinnati, Hamilton & Dayton, 
the Cincinnati. Indianapolis, St. Louis & Chicago, the 
Detroit, Lansing & Northern, the Evansville & ‘Terre Haute, 
the Lake Erie & Western, the Louisville, New Albany & 
Chicago, and the New York, New Haven & Hartford. 

There were also present representatives of the Central 
Vermont, and the Chicago, Rock Island & Pacific, and the 
Joint Agents of the Committee at Chicago, Indianapolis, St. 
Louis and Peoria. 

Albert Fink, Chairman; C. W. Bullen, Secretary. 


ADDRESS OF CHAIRMAN ALBERT FINK. 


At the conciusion of the roll-call, Thursday, Nov. 13, the 
Chairman said: 

Gentlemen: The last meeting of the Joint Executive Com- 
mittee was held on June 12 and 13, 1884, At that time tbe 
grain rates were, and had been for some time, on the basis 
of 15 cents, Chicago to New York. It had been considered 
at the meeting prior to June 12 that no advance in the rates 
could be made until agreements for division of traffic had 
been perfected between the initial roads at Chicago, St. 
Louis, Peoria, Indianapolis and Cincinnati. I was able to 
report at the meeting of June 12 that these agreements had 
been made, and that they were based upona principle 
which, it was believed, would secure the proper distribution 
of the traffic, monthly settlement of gross money balances 
accruing under the divisions of traffic forming the principal 
new feature of these contracts. 

In the expectation that these agreements would be faith- 
fully carried out, it was agreed that the tariff should be ad- 
vanced from 15 to 20 cents on June 24, and from 20 to 25 
cents on July 21; and this was accordingly done, 

I now desire to report the result of the operations under 
these agreements, since the last meeting of this committee. 

Chicago Division.—The difficulties in the way of carrying 
out the Chicago Division were finally adjusted in the early 
part of October ; and the contract has since been carried 
out by the settlement of gross money balances. There is 
now no reason why the tariff from this point should not be 
absolutely maintained. But this has not been done, and the 
reason generally assigned for the non-maintenance of rates 
at Chicago is that rates are not strictly maintained from 
other points ; but the effect of the gross money settlements 
has had an influence, at least, in preventing a general de- 
moralization, and | have hoped from day to day that finally 
under that influence the rates would be strictly maintained. 

St. Louis Division.—The division at St. Louis, which took 
effect on the 24th of June, 1884, has been strictly carried 
out by all the roads, and gross money balances have been 
paid over promptly. The effect has been to put that division 
in perfect working order, and the rates have been main- 
tained, although there are constant complaints that St. 
Louis is discriminated against on account of the non-main- 
tenance of rates from other points. 

Peoria Division.—The division at Peoria has, unfortu- 
nately, not been carried out. When the first payments 
became due, the company in excess refused to pay over the 
balances to the companies in deficit, alleging that some of 
the parties in deficit had not reported their full business, 
althougi the money was paid to me, in trust, pending the 
correction of the accounts. Shortly after that, on Aug. 28, 
the Peoria, Decatur & Evansville Railroad gave notice of 
their withdrawal from the division after 60 days, which 
time expired on the first of November. Efforts have been 
made to settle these difficulties, but, so far, without success. 
A meeting of the Peoria roads has been called at this office 
to-morrow, to sce whether some agreement cannot be made 
for re-establishing and carrying out that divisioo. Rates are 
not maintained at Peoria, 

Indianapolis Division.—The Indianapolis division was 
also to go into effect June 24; but we have not been able to 
make any settlements under it, the roads in excess always 
giving one reason or another for not making settlements. 
The rates from Indianapolis have not been maintained by 
all the lines. A meeting of representatives of Indianapolis 
roads has also been called, to see whether the difficulties ex- 
isting at that point cannot be settled. 

Cincinnati Division.—The division at Cincinnati has been 
carried out and settlements have been made, except in the 
live stock division ; but it cannot be said that rates have 
been maintained from Cincinnati. 

General Remarks Regarding East-bound Traffic.—It will 
be seen from the above report that while at some points 
the divisions have, at least, been of service in preventing 
general demoralization, the imperfect carrying out of the 
plain agreements adopted at other points has prevented the 
benefits being derived which would have resulted from the 
strict maintenance of well considered agreements. The 
example of St. Louis has shown, at least, the practicability 
of carrying out such agreements if all the parties mean to 
act under them. 

It may be considered a settled fact that, unless these di- 
visions are strictly carried out, there is but little chance for 
the maintenance of rates; aud even in case these divisions 
are carried out, much more remains to be done, as the total 
traffic divided at the various points named above amounts to 
only 39 per cent. of the total traffic which passes over the 
five trunk lines. About 14 per cent. of the traffic origi- 
* nates at trunk line western termini and is also divided. 
Perhaps some 22 per cent. of the business comes from local 
points or from points where there is little or no competition, 
west of the western termini of the trunk lines, and from 
which no division can or need be made, so that there remains 
about 24 per cent. of the eastbound competitive traffic west 
of the western termini of the trunk lines which is not at 
present divided at points cf origin, and some of which, prob- 
ably never can be divided ; so that it is only by the good 
faith of the competing roads that rates upon this traffic can 
be maintained. But the carrying out of the agreements for 














division of traffic at points where they now exist is, atleast, 
the first: condition to be observed in securing the general 
maintenance of rates. Therefore, itis of the greatest im- 
portance that the agreements for division of traffic from 
Peoria and Indianapolis should be carried out; for, unless the 
difficulties which bave arisen at those points are settled at 
this meeting, the divisions of traffic at other places cannot 
be carried out. 

It was the understanding at the June meeting, that the 
agreements for division at St. Louis, Peoria and Indiana- 
polis should all be put into effect at the same time; and that 
no division of traffic could be made at any of those points, 
except they were made at all points. This is not only nec- 
essary to attain the object for which these divisions were 
made, but it is but simple justice to the roads interested in 
them. For instance, the Wabash road, while they have 
been largely ‘‘ over ” at St. Louis, and have paid their gross 
money balances promptly, have been “short” in the In- 
dianapolis Division, but bave not received the money due 
them. They bave paid out money at St. Louis, and have 
not received any at Indianapolix. The same is true of the 
Pittsburgh, Cincinnati & St. Louis; that road is “over” at 
Cincinnati, and is called upon to pay balances, while at In- 
dianapolis it is ** short,” and the roads which are ‘‘ over” at 
that point refuse to pay. 

This state of affairs, of course, cannot exist any longer. 
The Indianapolis Committee will have to agree upon the 
prowpt settlement of balances in the Indianapolis division ; 
and at Peoria, where there is now really no division of 
traffic, the Peoria Committee will have to agree upon the 
re-establishment of the division. If thisis not done, the 
companies at the other points where divisions exist will 
have to take such action as they may think necessary to 
protect their interests. 

Live Stock Traffic.—The established tariffs on live stock 
traffic have not been maintained since July, 1883. At that 
time reductions were made which sacrificed one-half the net 
reverue which would have been derived from that traffic 
upon the established tariffs ; and since July 1, 1884, the to- 
tal net revenue from this traffic has been sacrificed, and I 
fear, tosome extent, the work bas been done for less than 
cost. It is not necessary to allude to the causes which led to 
these unfortunate results. The controversy regarding the 
dressed beef and live cattle rates was, no doubt, the main 
cause, 

This question has now been settled by the final decision of 
Judge Cooley, who has reached the conclusion that the 
dressed beef rate should be 75 per cent. greater than the live 
cattle rate. This decision was communicated to the Com- 
mittee in Circular 654 on the 10th inst. 

The question whether the live stock rates can now be 
advanced to a reasonable tariff will have to be decided by the 
comtnittee. 

West-bound Traffic.—For the information of the Commit 
tee, I will state the present situation regarding west-bound 
— as covered by the agreements between the trunk 

ines. 

New York Division.—The division of west-bound traftic 
between the six trunk lines from New York, including the 
West Shore and Lackawanna, has been and is now being 
faithfully carried out. The Chesapeake & Obio Railway and 
the Virginia, Tennessee & Georgia Air Line are also parties 
to the division, and work in harmony with the trunk lines. 
While the strict maintenance of rates has not been secured, 
there is now a better condition of affairs than there has been 
for some time, and it is hoped that the monthly settlement 
of gross money balances will, by degrees, bring about the 
desired result : the strict maintenance of tariffs. 

Boston Division.—A division between the Boston lines 
was agreed upon, to commence on July 1, 1884, and since 
the rates from Boston have been moderately well maintained; 
although I am sorry to say that the contract bas not yet 
been executed by one of the parties, the Central Vermont 
Railroad, who raises certain objections and makes certain 
conditions, which may yet, I fear, lead to a disruption of 
the division; but negotiations to secure the carrying out of 
that division have not yet been finally abandoned. 

Philadelphia and Baltimore.—No efforts have been made 
at Philadelphia or Baltimore for the transfer of tonnage 
under the agreements. At Philadelphia, the Reading Rail- 
road is “over,” and at Baltimore, the Pennsylvania is 
“over.” Directions for transfer of tonnage are not being 
carried out. These questions are under consideration by the 
Trunk Line Executive Committee. 


Conclusion.—The main object of this meeting is to adopt 
measures for carrying out the different divisions from main 
centres of trade already agreed upon. If these divisions are 
not faithfully carried out, it will be impossible, I fear, to 
secure the maintenance of tariffs. There are other ques- 
tions which will have to be acted upon by the Committee: 

1. One of these questions is the establishment of rates on 
export traffic. The present rule on this subject provides 
that export rates shall be based upon the sum of the inland 
plus the ocean rate. Latterly, and especially on account of 
the alleged practice of the Grand Trunk Railway in disre- 
garding this rule via Montreal and Portland, other roads 
have taken the ground that they must adopt the policy of 
making foreign rates the same via all ports, based upon the 
lowest rate made by any one road. This question was 
formerly considered by the presidents oi the trunk lines and 
the Joint Executive Committee, and acted upon as above 
explained; but is now being revived, and requires further 
consideration. 

2. Application has been made for a readjustment of rates 
from Seneca, [I], to the East on a mileage basis, the Seneca 
rate now being the same asthe Joliet rate (104 per cent. of 
Chicago), while according to the mileage basis it ought to be 
108 per cent. Itis complained that this discrimation in favor 
of Seneca will lead to reductions at other points. 

3%: The adjustment of lumber rates from Detroit, which at 
tag 2 is not satisfactory to the Chicago roads, and which 

as been the subject of negotiations, will have to be finally 
determined. 

4. The securing of correct weights on shipments of high- 
wines and other traffic has been a source of considerable diffi- 
culty. This has been particularly the case regarding sbip 
ments from Peoria. A check was devised by the trunk 
lines by weighing whiskey on arrival at the seaboard; yet 
it bas been found tbat this is not sufficient, and the only cor- 
rect method appears to be to bill this property at actual 
weights from poivt of origin; and arrangements to this effect 
will have to be agreed upon at this meeting. 

5. Another question which requires your consideration is 
whether the committee ca: not adopt some rule which will 
prevent the establishment of indirect lines by defining what 
sball constitute legitimate routes for east-bound traffic. In 
other countries there are such agreements. In Germany. 
for example, by agreement a route is excluded from com- 
petition for the traffic if it is 20 per cent. longer than the 
shortest line. Some lines have been established that first 
tate freight west a long distance before it is turned in the 
direction of its final eastern destination. The establishment 
ot so many round-about lines will render it almost impossi- 
ble to secure the maintenance of rates, as they generally 
have to make large concessions in rates, in order to secure 
business ; and these concessions are met by the shorter 
routes, 

I would, therefore, suggest that this question be inquired 








into, and some mutual agreement made by which it will be 
possible to determine what constitutes a legitimate route. 
While such an agreement might, at first, seem rather unjust 
to the route thereby excluded from the traffic, yet, consider- 
ing that almost all roads are in a position to open routes of 
this character, it is clear that the general interest and the 
interest of each road would be protected by defining what 
constitutes a legitimate route. 

These are the several subjects that I have to bring to the 
notice of the Committee. ihe most important, in the first 
place, is the maintenance of agreements for division of 
traffic. Ithink without that it would hardly be necessary 
to make any further effort to maintain rates; and we ought, 
therefore, first to inquire whether the agreements at Peoria 
and Indianapolis, which are not now in effect, can be put in 
proper working order. If they cannot, I suppose there is no 
further use of dealing with the question of rates. With these 
divisions in operation, it seems to me there will be no diffi- 
culty—I ought not to say there will be no difficulty, because 
there will always be difficulty, but this is the first condition 
to secure the maintenance of rates, and we can then go 
further and meet the other difficulties that surround this 
complicated problem. We cannot settle them all at once; 
but if you wish to preserve at least a portion of the revenue 
due to your companies, and not sacrifice all of it, there is 
only one thing to do, and thatisto go on and deal with 
these difficulties one by one as they come up. The only al- 
ternative isto let everybody do as he pleases. Between 
these two plans you will have tochoose to-day. Things can 
not go on any longer as they are at present. I believe 
everybody recognizes that rates are demoralized througbout 
the territory of the Joint Executive Committee, and it will 
take very little to involve youina general war of rates. 
After such a war is over and you have sacrificed twenty or 
thirty millions of dollars, you will stand in the same posi- 
tion in which you are to-day, and will have to deal with the 
very same questions again, as none will be solved by the 
mere sacrifice of revenue. Why not deal with the questions 
to-day ? 

1 would like to hear what the gentlemen have to say now 
upon the present situation, and what measures they recom- 
mend to improve that situation, 

I will say for the information of the Committee, that the 
presidents of the trunk lines have been in session yesterday 
and to-day, and they bave under consideration the same 
questions that you will have to deal with ; and, I believe, I 
am justified in saving, from what already has been done, 
that they will lend their aid in carrying out your agree- 
ments, and take a very strong position in seeing that rates 
hereafter are maintained ; they have asked the co-operation 
of their western connections for that purpose. 

I have mentioned a few of the difficulties that have led to 
the present state of affairs—perbaps there are others of 
which I am not aware, and I will be very glad if the gentle- 
men would express their views and explain the reasons why 
rates are not maintained as they ought to be ; then we can 
devise the measures to maintain them. I think we ought to 
have a free interchange of views on that point, and see what 
the difficulties are besides those I have mentioned. 


PROCEEDINGS, 


There was no response to this request for an expression of 
opinion. 

FON motion of Mr. Newell (Lake Shore) it was agreed that 
the subjects mentioned to Mr. Fink should be referred to 
suitable committees, local questions to the local committee 
and general questions to the committees most concerned. 

The Chicago, St. Louis, Peoria, Indianapolis and Cincin- 
nati committees were instructed to take up first matters re- 
lating to those places locally and then the following general 
questions: 

First.—The system of making foreign rates. The question 
is whether the present practice shall be reaffirmed and con- 
tinued, or whether the changes which have taken place in 
the situation require a modification of that practice. Re- 
ferred also to the Trunk Line Executive Committee. 

Second.—The question of live-stock rates to be considered 
by all the committees ; also by the Trunk Line Committee. 

Third.—The adjustment of rates from Detroit on lumber, 
and from Seneca. The committees mainly interested in 
these questions are the Chicago and Indianapolis commit- 
tees. ben the question of Detroit lumber rates is con- 
sidered, Mr. Gill, of the Grand Rapids road, to be added to 
the Chicago Committee ; and in regard to Seneca rates, Mr. 
Sage, of the Chicago, Rock Island & Pacific, to be put on the 
Chicago Committee. ’ 

Mr. Sage, of the Rock Island, said it was the “ Big Four” 
(the C., L., St. L. & C.) that made the rate east of Seueca— 
we have no control of that. 

The Commissioner refer the matter to the Indianapolis 
Committee: i 

Mr. Skinner replied that Seneca no longer worked via 
Indianapolis. 

‘ourth.—The question of securing full weights on high- 
wines was particularly referred to the Peoria Committee, in 
the first place, and also to be dealt with by the other com- 
mittees, 

‘isth.—Vhe question of defining, if possible, what shall 
constitute legitimate routes was referred to all committees. 

lt was suggested that the Boston west-bound business be 
taken up in a committee of the representatives of the n 
ruads. 

Carried. 


RESTORATION AND MAINTENANCE OF EAST-BOUND RATES, 


At the meeting Friday, Nov. 14, ihe Chairmen said : 

‘* Before reading the reports of the various committees ap- 
pointed yesterday, I am requested by the Trunk Line Exec- 
utive Committee to lay before you the action of the Truok 
Line Presidents’ Committee at their meeting of yesterday 
and the day before. They bave had the subject of the best 
means to be adopted to secure the maintenance of rates 
under careful consideration, and, finaliy, adopted this res- 
olution. 

“ Resolved, That the trunk line companies, with their 
affiliated Western connections represented at this confer- 
ence, will, as regards competitive through freight traffic, 
refuse to exchange auy such traffic with their Eastern or 
Western connections, 7 which the agreed established 
rates are not maintained. Nor will we permit our lines to 
in any way be a part of aroute upon which through traffic 
is carried at less rates than the full agreed established rates 
in respect of such through traffic. 

‘This, gentlemen, is a very important action, and ought 
to have been taken years ago. The parties to this agree- 
ment are: The five trunk lines (the New York Central, Erie, 
Pennsylvania, Baltimore & Ohio and Grand Trunk) and the 
Chicago & Grand Trunk: Michigan Central; Lake Shore & 
Michigan Southern; New York, Chicago & St. Louis; Cbi- 
cago & Atlantic; Pittsburgh, Fort Wayne & Chicago; Cbi- 
cago, St. Louis & Pittsburgh, and the Baltimore & Ohio. 
The effect of this agreement is that the truuk lines and their 
immediate western connections have now pledged them- 
selves to see that rates are strictly maintained, and that they 
will be no parties to any rates, contracts or agreements that 
do not recognize the established tariffs of the Joint 
Executive Committee. They become a police power in 
this respect to carry out your agreements as re- 
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p + Recommended at the Eighteenth Annual Con- 
" ! vention of the Master Car Builders’ Association, 
I held in Saratoga, in June, 1884. 
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gards tariff rates, and this seems to be the only 
solution of the present difficulties and the last trial 
that can be made to stop the’ waste of money that 
has been going on for years. The great difficulty we 
have experienced in the past has been that we have never 
been able, under the peculiar constitutions of fast freight 
lines, to fix the responsibility for cutting rates. Now we 
well know who is responsible, as it is not denied that it is in 
the power of each of the trunk lines and its immediate 
western connections to ascertain when rates are not main- 
tained by any of their connections, and to put a stop to it. 
I hope that every member of the Joint Executive Committee 
will agree that the policy now proposed is the wisest and 
best that can be pursued. All other efforts to maintain rates 
have so far been a failure; and if the trunk lines and their 
western connections are a unit in the enforcement of this 
resolution, I think the maintenance of rates is assured. 

‘The Trunk Line Presidents’ Committee also adopted the 
following resolutions: 

«© Resolved, That the trunk lines and the western roads 
affiliated with them, represented at this meeting, shall agree 
upon the division of the established through rates with their 
western connections, in such a manner that all the eastern 
roads are put upon an equitable basis regarding the division 
of rates with al] their western connections, so that po unjust 
discrimination shall exist. The Trunk Line Executive Com- 
mittee shall formulate such rules as may be necessary to 
carry out tbis resolution.’ 

‘This subject has been before the Joint Executive Com- 
mittee a great many times, and the correctness of the prin- 
ciple bas been acknowledged by all ; and I hope the Joint 


Executive Committee will co-operate in carrying this reso- | 


lution into effect. 

‘**Resolved, That the resolutions adopted at this meeting 
be transmitted to the Trunk Line Executive Committee, to 
have them enforced, aud that the agreed tariff rates on all 
traffic be restored on Monday, 17th inst.’ 

‘This simply means that the rates now in effect shall be 
enforced under these new rules, on and after Monday, Nov. 
1 


‘* © Resolved, That the tariff on Jive stock be at once ad- 
vanced to such rates as the Trunk Line Executive Commit- 
tee recommends ; and the tariff on dressed beef be advanced 
relatively in accordance with the decision of the Arbitrator.’ 

‘The Trunk Line Executive Committee has not yet agreed 
upon the advance iu live-stock rates, as there are some 
points to be settled in regard to competing roads which are 
not parties to either the Joint Executive Committee or the 
Trunk Line Executive Committee, and they will take that 
matter into consideration at an early day. But there is 
nothing in the way of a restoration of tariff rates on dead 
freight, and the Trunk Line Executive Committee have 
adopted the following resolution : 

‘* « Whereas, ‘The trunk line presidents have referred to this 
Committee for enforcement the resolutions passed at their 
meeting of 12th and 13th inst., it is 

‘© Resolved, That on and after Nov. 17, tariff rates be 
restored and strictly maintained.’ 

A vote was taken on the question of restoring rates Nov. 
17 to the tarif! of July 21, 1884, and all roads present voted 

es. 

The Chicago Committee reported indorsing the resolu- 
tion of the trunk-live presidents relative to direct routes 
and divisions of rates with other roads in favor of making 
the east-bound rate from Seneca 108 per cent. of the Chi- 
cago rate; also declaring that the route via Benton Harbor 
and the Baltimore & Ohio should be abandoned, and asking 
the Baltimore & Ohio to abandon it. 

The St. Louis Committee reported no change in the basis 
for making export rates, ard that the best method of main- 
taining rates is for each party to an agreement to carry out 
its provisions faithfully. 

The Indianapolis Committee (three members not being 
present) agreed to refer to arbitration the percentage rec- 
ommended by the Commissioner, and meanwhile make a 
settlement on the basis of the percentages; the arbitration, 
however, to date back. 

The Boston Committee reported that it had reached satis- 
factory conclusions, which would be reported later from 
Boston. 

The question of export rates was referred to the Standing 
Committee. 

It was voted to make the rate from Seneca LOS per cent. 
of the Chicago rate. 

The lumber rates from Detroit were referred to the lines 
at whose stations the lumber is shipped, with C. E. Gill as 
Chairmain. The trouble was said to bave been caused by an 
extension to Detroit, Toledo, etc., of a special all-rail rate 
made to enable the Michigan roads to compete with a low 
lake-and-rail rates on shipments from the Saginaw Val- 
ley. 

The question concerning charging for actual weight of 
high wines was referred to the Peoria Committee, the chief 
irregularities having occurred at Peoria. 

The Chairman requested that members of the Committee 
consider before the next meeting what will be a sg rate, 
defining what shall constitute legitimate routes for east- 
bound business. 








The Standards Adopted by the Master Car-Builders’ 
Association. 


We give below a complete list of all the standards adopted 
at various times by the Master Car-Builders’ Association, 
with the exception of those concerning screw threads and 
limit gauges for roundiron. The figures in parentheses in- 
dicate the year in which the standard was adopted. 


WHEELS AND AXLES, 


Width of Wheel-tread.—The standard width of wheel- 
tread is 54% in., measured from outside of tread to inside of 
flange (1882). 

Diameter of Chill-molds for Car-wheels.—The standard 
diameter for chill-molds for 33-in. wheels is 3344 in. at the 
point indicated in fig. 1, and for 30-in. wheels 30%¢ in. 
(1882). 

Distance between the Backs of the Flanges of Car-wheels. 
—The standard distance between the backs of the flanges of 
car-wheels as indicated at A, fig. 2, is 4 tt. 53¢ in. (1883). 

Wheel and Axle Gauges.—The gauges shown in the 
accompanying illustration were recommended for use in al] 
repair and car-building shops of every ‘oy (1882). 

Boring Wheels.—Six dogs to be used for centring wheels 
when they are bored (1883). 

Standard A«xle.—Tbe Master Car-Builders’ and Master 
Mechanics’ Associations adopted in 1873 a standard for car 
axles, the form and dimensions of which, excepting the 
d nett in the middie, were substantially the same as those 
spown, 

In 1884 the diameter in the middle was increased from 37, 
in. to 444 in., the change being approved by a majority of 
the members by letter ballot. The illustration shows the 
axle thus modified. 

Journal-bearing, Journal-box and Pedestal.—These il- 
lustrations represent the standard for journal-bearings, 











journal-boxes and pedestals recommended in 1874, and re 
affirmed in 1881. 
DRAW GEAR. 


Height of Draw-bars.—The standard height for draw-bars 
is 2 ft. 9 in., measured perpendicularly from the tops of the 
po Age the centre of the draw-bar, when the car is empty. 
(1872.) 

Attachments of Draw-bars.—The method of attaching 
draw-bars at their rear ends, shown in figs. 11, 12 and 13, 
was recommended in 1876. 

Dimensions of Draw-bars.—The following were recom- 
mended as standard dimensions for draw-bars in 1879: 

The length A (fig. 12), from the end of head to the first 
follower-plate, to be 28 in. 

The depth (B) at outer yoke in carrying-plate to be 6 in. 

The width (C) of opening for draw-bar, in the carrying- 
plate or yoke, to be 6 in. 

The follower-plates to be made of wrought iron, and rec- 
tangular in form, the thickness (D) to be 144 in.; the width 
(£) 6 in. and the length (Ff) 8% in. 

The length (G) of the house of the draw-bar to be 11 in., 
and the width (A) 6% in. 

The pin-hole in draw-bar to be made to take a pin 2 x 114 
in. 

When astrap is used in back end of draw-bar, it shall 
have a a of 11 in. long and 6% in. wide. Whena 
spindle is used, it shall be 2 in. diameter, 17 in. long from 
under side of head to outer edge of key; the key to be 244 
in. wide and ¥ in. thick. 





The draw-bars to be so placed in the cars as to locate the 


the same as those of other railroad companies are requested 
to stencil the name of the road in full on some part of the 
car where it can readily be seen by freight agents. (1882). 

System of Lettering and Numbering Fast Freight Line 
Cars.—The following system of numbering and letter: 
“Fast Freight Line” cars was adopted by letter ballot in 
1884, and is shown on figs. 18, 19, 20. 

1. The half of sides of car on which the doors do not 
slide, to show the name of the “ fast freight line” (spelled 
out in full) and the car number (in the fast freight line 
series) pepe! below it. In thesame panel and within 
2 ft. of the sill shall appear (in letters not over 4 in. high) 
the name of the railroad company owning or contributing 
the car, and between the same and the sill shall appear the 
light weight of the car, with such other information as it is 
found advisable to give in connection with same. 

2. The doors should bave no marks whatever. 

3. The ends to show the initials of the “ Fast Freight Line” 
with the car number (in the fast freight line series) and the 
light weight just below them; no other marks will appear 
on ends of car. 

4. The half of sides of cars on which the doors do slide to 
be reserved for ae symbols or trade-marks where 
used. The use of profuse lettering in this panel is to be dis- 
couraged, however, and it is recommended that only the 
simplest trade-marks or advertising signs should be used; 
the capacity of the car to appear near the sill in this same 

ne 

Storing of Line Cars on Foreign Roads,—“ All line cars 
owned by foreign companies should be returned to their 
owners instead of being stored on foreign tracks, and that a 






















































































° ° 
° ° 
° ° 
Fig. Wi. 
= 
D * s 
> “ |° 
A ! © 
vA > rs oO 
N v 
i -|- —--—A— 28" —-------- ea 
So 4 Fig. 12. 
l —— 
re) — 
< 
, M.. 
— oi! i110 
=) id s ‘ 
O 5 ik 
Uv , it ty 
et ots; 'y! O 
a ‘. 
Inverted Plan 
Fig. 13 
Dimensions of Draw-bars. 
MASTER CAR-BUILDERS’ ASSOCIATION STANDARDS. 


coupling-pins not less than five inches from the centre to the { competent man should be detailed to inspect the stored cars 


face of the dead-woods. 

Capacity of Draw-springs.—At the same meeting it was | 
recommended that the re pony! of draw and buffer springs | 
should not be less than 18,000 lbs. 


DEAD-BLOCKS. | 
| struction of railway cars, and a description of the use of the 
| same ” (1872). 


Standard dimensions of dead-blocks were recommended in 
1882, and were amended in 1884 as follows: 


. | 
Double dead-blocks are to be made 8 in. square on the face | paring a Dictionary of Terms used in the construction of 


| cars, submitted a copy of the book, and reported that they 
| had finished their work and were discharged ” (1880). 


and 6in. thick, and are to be placed 22 in. apart from cen- 
tre to centre, and to have 14 in. space between them. 

Single dead-blocks are to be not less than 30 in. long, 7 in. 
thick and 8 in deep, measured vertically. 
Figs. 14 and 15 represent the standard dimensions for 
dead-blocks as amended by the Association. 

PROTECTION OF TRAINMEN FROM ACCIDENTS. | 

Position of Brake-shafts.—‘‘All brake-shafts to be placed | 
on the left-hand corner of the car, whena person is standing | 
on the track facing the end of the car” (1879). 

Fig. 16 shows the brake-shaft in the position designated. | 

Brake-steps or Platform and Fastening of Brake Ratchet- | 
wheel and Pavl.—* The small platform placed at one end of | 
freight cars, to fasten the brake pawl, etc., to be discontinued, | 
and the ratchet-wheel and pawl fastened to a suitable cast- | 
ing on the roof.” (1879.) | 

Running Boards.—‘‘ The running boards be no less than | 
18 in. wide and 1 in. thick, the ends to project 5}¢ in. out- | 
side of the boarding, the projections to be supported by two | 
braces made of 2 in. by 4 in. iron.” (1879). E 

Steps.—Two good substantial steps, made of wrought iron | 
lg by % in. should be fastened, one to each side-sill, at diag- 
onal corners of the car. (1879). 

Ladder and Handles.—‘‘ Each box and stock car bave 
two ladders, not less than five steps in each ladder, made of 
% in. round iron, projecting 3!¢ in. from the siding, se- 
curely fastened to each end at diagonal corners, with a 
handle directly over the ladders, on the roof. The lower 
steps of the ladder to have a guard or projection in order to 
prevent men slipping when swinging around the end of the 
car to get on the step.” (1879). 

MISCELLANEOUS. 


Check-chains.—“‘Truck and car-body check-chains are, 
when properly applied, a valuable acquisition on pessenger 





equipment, and their general use isrecommended.” (1874). 
Marking Cars.—All railroad companies whose initials are 


and to arrange to have the necessary repairs made during 
the time such cars are out of service.” (1883) 

Dictionary of Terms.—*‘ A committee be appointed with 
power to publish an illustrated book, defining the proper 
terms or names of each and every part u in the con- 


“The committee to whom was assigned the duty of pre- 


Entertainments.—‘‘ We desire by this resolution, first, to 
express our thanks for the liberality of our friends in the 
past; and, secondly, to make the request in this public way, 
tbat in the future there sball be no more expenditure of 
money for the public entertainment of members of this 
association.” (1875). 


The Rock Island Passenger Department’s Answer to 
the Charges against It. 





We published recently a letter signed “‘A Stock amd 
Bondholder,” making certain definite charges, against the 
Chicago, Rock Island & Pacific Company, of practices con- 
sidered illegitimate and as having occasioned the present 
shameful demoralization of the rates from Chicago to Mis- 
souri River points. Similar charges, it seems, were pre- 
ferred against that road at a meeting in Chicago Sept. 29 
and 30, by Mr. George H. Heafford, Assistant General 
Passenger Agent of the Chicago, Milwaukee & St. Paul 
Railway. Below we give an abstract of the reply to these 
charges sent out by Mr. E. St. John, General Ticket and 
Passenger Agent of the Chicago, Rock Island & Pacific, 
issued Nov. 4, having been delayed, Mr. St. John explains, 
by his prolonged absence in the East. Mr. St. John gives 
the charges and follows each by his answer, substantially 
as follows: 

*“* Charges | and 2.—We claim that tariff rates between 
Chicago and Missouri River points (in both directions) have 











not been maintained since the Chicago agreement of Feb. 2, 
1884, was put in effect.” 

The Rock Island neither affirms nor denies this, saying 
that it is impossible for it to know; but it affirms tbat it is 
not its fault if they have not been maintained, but that of 
the Chicago, Burlington & Quincy, the Milwaukee & St. 
Paul and the Northwestern. These companies, says Mr. St. 
John, were paying commissions of 85 to $10 per ticket on 
business between Chicago and all Missouri River points 
previous to Feb. 1, 1884; many tickets sold east of Chicago, 
oo which such commissions bad been paid were sent or brought 
to Chicago and sold to brokers much below regular rates, 
and resold by brokers below rates from Chicago for months 
after the rate agreement was made. These high commis- 
sions, it was understood, were paid for the purpose of com- 
pelling other lines to join in a movement for abolishing 
commissions altogether. The Rock Island Co. had always 
insisted on the justice of paying a liberal commission 
to ticket agents, and it maintained its commission rates 
without the slightest variation; cut rates after the agree- 
ment could only bave been made - it to meet the tickets 
held in large numbers by Chicago brokers, which it bad a 
right to do, when it found that these brokers had enough of 
the cheap tickets to carry the travel between Chicago and 
Missouri River points for months. 


“Charge 3.—We claim that transferable advertising 
mileage tickets of the Chicago, Rock Island & Pacific Rail- 
way are used in large quantities in Chicago, Council Bluffs, 
Omaha and elsewhere to cut rates between all coupon points, 
and thereby prevent the maintenance of any agreement 
which provides for the sale of tickets at tariff rates.” 

In answer to this the Rock Island replies that its system 
of advertising is the same as it has been for ten years, and 
as it was at the time of the February agreement, and was 
then known to its competitors, and therefore cannot be a 
cause of complaint. The through business done on such tickets 
has been much exaggerated. ‘In fact it isso small that no 
reasonable man, knowing the facts, would consider it of any 
account whatever, much less would he consider it of suffi- 
cient importance to provoke the demoralization of through 
rates between Chicago and Missouri River points.” The 
Rock Island believes that this is a matter with which its 
competitors have nothing todo. The policy suits it, and it 
is perfectly willing that its competitors should adopt it if 
they wish to; it believes it better than annual passes 
on straight tickets from Chicago to Missouri River 
points or to Denver, both of which have been given 
for advertising by the Rock Island’s competitors. With- 
in three years the Chicago, Burlington & Quincy em- 
ployed a professional advertising agent, obtained for him 
annual passes over various lines, and sent bim out, supplied 
with great numbers of tickets, to make contracts with 
newspapers. Many of these tickets were sold to brokers 
where he made contracts and the newspapers paid in cash 
so obtained. The Rock Island has tickets of that road and 
orders for tickets, which purport to have been issued on ac- 
count of advertising and were obtained at New York, Bos- 
ton and Philadelpbia and elsewhere in the East, and at 
Denver, establishing the fact that tickets over that road in 
both directions were sold by the hundreds to ticket brokers, 
and at rates as low as $7 for a $14 ticket. Mr. E. P. Rich- 
ardson, now General Agent in New York for the Chicago, 
Milwaukee & St. Paul, in a letter inclosing two Chicago, 
Burlington & Quincy orders for tickets from Chicago to 
Council Bluffs, said: ‘‘There are hundreds of tickets such as 
inclosed on salein the scalping offices in this city (New 
York), and are offered in lots of 200 at 38 each.” The Rock 
Island also bas a letter from a New York ticket-broker to a 
brokerin another city offering such tickets, in either direc- 
tion, for $8 each. At the same time a large advertising 
agency in Chicago was selling the tickets in blocks for $7 
each. The Rock Island fonnd these nearly every where east 
of Chicago and in many places west of it, and 202 of 
them were sold in Omaha in June, 1881. An advertising 
agency which had a contract with the Chicago, Burling- 
ton: & Quincy, offered the Rock Island advertising in 
the same newspapers to be paid in 1000-mile tickets at 
a discount of 25 per cent. from the price paid by the 
Burlington in its tickets, which offer was declined on 
account of the character and condition of the newspa- 
pers in the list. ‘The Chicago, Burlington & Quincy 
and the Chicago & Northwestern literally opened the 
flood-gates and deluged the country with tickets of this 
character, which tickets cut the rates onlv at competing 
points.” The Rock Island’s 1,000-mile advertising tickets 
are used mostly between local points, and are too valuable 
to be used for through travel, as is proved by the fact that 
they command $21.50 to $23 in the open market. They are 
limited strictly to the time of the contract, and numbers are 
returned unused every year. More demoralization hus been 
caused by the orders and tickets of our competitors than by 
allthe 1,000-mile tickets we could issue in 20 years. 
(The Rock Island circular bas a copy of one issued by the 
Chicago, Burlington & Quincy entitled, ‘‘ Special Adver- 
tising Ticket.”] While the Burlington was issuing these 
tickets, the Northwestern was offering its tickets from 
Chicago to Council Bluffs, for advertising, at $14.80 each, 
saying that they were * good as gold” at that price, though 
they afterwards actually sold as low as $4. The Rock Island 
advertises on a cash basis, never accepts less than $25 for 
1,000-mile tickets, believes it best to pay in tickets if it can, 
and never bas made any secret of the matter. 

** Charge 4.—We claim that from investigation, and from 
what may be termed corroborative evidence in our pos- 
session, transferable advertising mileage tickets are fur- 
nished direct to brokers from the general offives of the 
Chicago, Rock Island & Pacific Railway, with tbe intent to 
evade agreement, and at such rates that brokers are enabled 
to sell them at 2 cents per mile—sometimes more and some- 
times less,” 

In behalf of the Rock Island, Mr. St. John denies this 
utterly. 

“* Charge 5.—We claim that Kansas City tickets are fur- 
nished to brokers in blocks by the Chicago, Rock Island & 
Pacific Railway at net rates ranging from $7.50 upward, 
and that brokers are permitted to punch the limit of expira- 
tion when the tickets are sold.” 

Mr. St. John intimates that this is not a matter for an 
agent of the Milwaukee & St. Paul, which is not recognized 
as a Kansas City line, to complain of. But he says that this 
company, in conjunction with the Chicago, Burlington & 
Quincy, demoralized both Kansas City and Council Bluffs 
fares by ticketing passengers from Chicago to Kansas City 
via Council Bluffs, using the Kansas City-Council Bluffs 
line controlied by the Burlington. The Chicago-Council 
Bluffs rate was $14, the Council Bluffs-Kansas City rate 
$5.94; the Chicago-Kansas City rate $14.50. ‘The Burling- 
tou permitted the issue of the tickets by way of Council Bluffs. 
This enabled ticket-brokers to cut the rates,and made it 
impossible to sell tickets at full rates, and this among other 
things oomaetan the Rock Island to adopt measures for pro- 
tection. r. St. John presented proof of the issue of such 
tickets to the Chicago, Burlington & Quincy, some six 
months ago, and complained of it, but has secured nothing 
but a promise of “investigation.” He charges the responsi- 
bility for the cut rates largely upon that company. 

“ Charge 6.—We claim that in order to evade the Chicago 





agreement extension tickets from Chicago to Missouri River 
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points have been purchased in the East, by one or more 
roads running west from Chicago, and thrown on the Cbi- 
cago market at rates which would cut the tariff rate at Chi- 
cago with the commissious off.” 

For the answer to this Mr. St. John refers to his answer to 
Charge 5, above, ‘‘with the exception of the additional state- 
ment tbat we always protect the interests of the company 
that we represent.”’ The Rock Island does not believe in 
such tickets and regrets that it was ever necessary to use 
them. Its competitors understand their use better than the 
Rock Island. 

ln support of the charge against the Rock Island, a 500- 
mile editorial ticket of that company was presented, pur- 
porting to be issued to the Denver Journal of Commerce, 
and stamped at the company’s general ticket office, Sept. 18, 
1884. This ticket was bought at a broker’s office in Chicago 
for $11, Sept. 22, four days after date of issue and the com 
plaint says, ‘‘must have traveled rupidly to Denver and 
back to Chicago to get into a broker’s hands so soon.” It also 
says that inquiry of the newspaper in question showed that 
it had not accepted such a ticket. 

In reply Mr. St. John says that the Rock Island has a 
contract with the Denver paper named, that the ticket in 
question was given tothe manager of that paper not in 
Denver but in Chicago on the date stamped (Sept. 18), so 
that it was perfectly practicable for him to transfer it 
before Sept. 22. The contract and the receipt for the ticket 
the Rock Island is ready to produce. 

With regard to foreign tickets sent to the Chicago market 
Mr. St. John submits the following statements concerning 
their importation by his rivals. 

June 24, 1884, 32 tickets issued by the Rochester & Pitts- 
burgh, reading over the Chicago & Northwestern to Council 
Bluffs, were received in Chicago. Some of the higher num 
bers were dated before the lower ones, though all came from 
the same office. 

When the different railroads agreed to make one regular 
fare for the round trip from all points to the Democratic con- 
vention in Chicago, last June,the tickets to be closely limited 
as to time, the Wisconsin, lowa & Nebraska Railroad print- 
ed its tickets from Des Moines over 45 miles of its road, and 
then 310 miles over the Milwaukee & St. Paul, without con- 
tract or time limit, and allowed Des Moines brokers to 
detach the Des Moines-Chicago part of the ticket and for- 
ward the Chicago-Des Moines part to Chicago for sale. 
These tickets, which should have been limited to the time of 
the convention, were furnished in large quantities to Chica- 
go brokers and are still being furnished, and also to brokers 
in the East. Mr. St. John has the numbers of more than 
400 of them. He complained to the Milwaukee & St. Paul, 
which replied that it had ordered the sale of such tickets 
stopped. They are still on sale, however. The Chicago 
brokers paid vot more than $5.50 for these tickets, the regu- 
lar rate being $10.23. This alone cuts the Council Bluffs 
rate seriously. : 

Mr. St. John, sending this circular to all general ticket 
agents, as the charges against bis road had been sent, closes 
as follows: 

**f now forward this my reply, with the suggestion that 
it is not always wise to prejudge a case on one-sided state- 
ments. You may be assured that it is onr intention at all 
times to protect tha interests of the line we represent to the 
fullest extent in our power, and that charges which, as in 
this case, have no foundation in fact will not affect us in the 
least, Ishall be glad to hear from you, and to bave your 
views at your convenience. Under all the circumstances, 
as now fully explained, are we right or are we wrong ?¢” 





Polishing Wood with Charcoal. 
The method of polishing wood with charcoal, now much em- 
ployed by French cabinet makers, is thus described ina Paris 
tecbnical journal: 

All the world now knows of those articles of furniture of 
a beautiful dead Llack color, with sharp, clear cut edges and 
asmooth surface, the wood of which seems to have the 
density of ebony. Viewing them sides by side with furniture 
rendered black by paint and varnish, the difference is so 
sensible that the considerable margin of price separating the 
two kinds explains itself. The operations are much longer 
and much more minute in this mode of charcoal polishing, 
which respects every detail of carving; while paint and 
varnish would clog up the holes and widen the ridges. In 
the first process they employ only carefully selected woods, 
of a close and compact grain; they cover them with a coat 
of camphor dissolved in water, and almost immediately 
afterward with another coat, composed chiefly of sulphate 
of iron and putgall, The two compositions, in blending, 
penetrate the wood and give it an indelible tinge, and at the 
same time render it impervious to the attacks of insects. 

When these two coats are sufficiently dry, they rub the 
surface of the wood at first with a very hard brush of couch 
grass (chiendent), and then with charcoal of substances as 
light and friable as possible; because if a single hard grain 
remained in the charcoal, this alone would scratch the sur- 
face, which they wish, on the contrary, to render perfectly 
smooth. ‘The flat parts are rubbed with natural stick char- 
coal; ths indented portions and crevices with charcoal 
powder. Alternately with the charcoal, the workman also 
rubs his piece of furniture with flannel soaked in linseed oil 
and the essence of turpentine. These pouncings, repeated 
several times, cause the charcoal powder and the oil to pene 
trate into the wood, giving the article of furniture a beauti- 
ful color, and also a perfect polish, which has none of the 
flaws of ordinary varnish.—Scientific American. 








ANNUAL REPORTS. 
Baltimore & Ohio. 
At the close of the 58th fiscal year, on Sept. 80 last, this 


company operated directly the following lines, owned or 
leased : 











Miles, 
Main Stem, Baltimore to Wheeling....... Nek GS 370.0 
Camden, Loeust and Curtis Bay branches in Baltimore 11.0 
Frederick Branch ’ Te ere ee ee 3.5 
Valley Branch, Harper's Ferry to Harrisonburg .......... 101.0 
Metropolitan Branch, Point of Rocks to Washingtun...... 43.0 
Alexandria Branch (Vash. City & Pt. Lookout R. R.)..... 12.5 
SENT) At MNMUUE BE. Ds a caves ciccbvcs: cove tetcesrces 45.0 
Total Main Stem and branches............-.....0+.0. 595.0 
Washington Branch, Relay House to Washbington.......... 31.0 
Parkersburg Branch, Grafton to Parkersburg. ... ........ 105.4 
Central Ohio Div., Bellaire to Columbus......... paige take eae 138.6 
Lake Erie Div., Newark to Sandusky............ ...+-+-. . 116.0 
Chicago Div., Chicago Junction to Chicago... ............ 263.0 
Wheeling, Pitts. & Balt., Wheeling to Washington, Pa..... 32.0 
Newark, somerset & Straitsville ................ceeecesces 44.0 
Pittsburgh Div., Cumberland to Pittsburgh.......... 150.0 
Pitighurg Div. DFADCHOB. oss cieccs cose 0000 cscee 1.5 
—- 191.5 
Pittsburgh Southern, Washington, Pa., to Pittsburgh..... 37.5 
Rs da nadine) ch bs Rabie « debnd edema dbwess <a ieanesa 1,554.0 


The only addition completed during the year was the Cur- 
tis Bay Branch, near Baltimore, 4.5 miles. 

In addition to the above lines there are operated under 
contract, but not included in report, the Washington County 
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road. from Weverton to Hagerstown, Md., 34 miles ; the 
South Branch road, from Green Spring to Romney, W. Va., 
16 miles ; and the Valley Railroad, from Harrisonburg, 
Va., to Lexington, 62 miles. 

The following statements are from acting President 
Robert Garrett’s report as presented at the annual meeting 
on Monday of this week : 

FINANCIAL CONDITION. 


The report says: ‘‘Semi-annual cash dividends of 5 per 
cent. upon the capital stock were paid on Nov. 1, 1883, and 
on May 17, 1884. 

“The profit and loss account shows an increase for the 
past fiscal year of $1,940,316. It will be seen by this ac- 
count that the surplus fund, which represents invested capi- 
tal derived from net earnings, and which is not represented 
by either stock or bonds, now amounts to #47,703,796. 

“‘The exceptional and highly conservative system of the 
Baltimore & Ohio Co., without precedent in America or 
Europe, by which more than forty-seven millions of dollars 
of net earnings, unrepresented by stock or bonds, have been 
invested, during a long series of years, in valuable improve- 
ments and extensions, in connecting lines,in the great iron 
bridges over the Ohio River, in elevators, wharves, piers, 
docks, terminal facilities, real estate, stations, locomotives, 
cars, etc., readily enables the Company to continue the pay- 
ment of semi-annual dividends of five per cent. each on its 
capital stock, which amounts to only $14,783,900, a sum so 
limited as to present a marked contrast to that of all com- 
peting Trunk lines. The capita, stock of the New York, 
Lake Erie and Western Railroad is $77,150,600, that of 
the New York Central & Hudson River Railroad $89,428,- 
300, and that of the Pennsylvania ‘Railroad $92,619,750. 
This satisfactory condition, especially in view of the general 
depression in almost every industrial interest and branch of 
trade, and under continued serious and prolonged competi- 
tion and frnquent unwise action of antagonistic interests, 
shows that the company, while continuing to effect excel- 
lent results for ail holding investments in its property, can 
maintain a just policy, protective alike of the interests of 
its terminal cities and the regions with which it is con- 
nected, 

‘*The payments for investments on accountof the Sinking 
Funds for the redemption of the Sterling Loans due in 1895, 
1902, 1910 and 1927, during the year amounted to $630,- 
328, which at $4.84 per pound sterling make £130,233. 

“In accordance with the agreement with the city of 
Baltimore, the ninth annual payment, namely, $40,000, of 
the principal of the bond for one million dollars given for 
the purchase of the interest of the city in the Pittsburgh and 
Connellsville Railread Company has been made, thus reduc- 
ing this obligation to $640,000. 

The total increment of the sinking funds during the year 
was $706,971. The following shows the aggregate of pay- 
ments made on account of the principal, and the invest- 
ments for Sinking Funds on account of the debts stated, 
namely : 
Mortgage loan, redeemable in 1880............ 
Mortgage loan, redeemable in 1885................ me 
Bonds of the Northwestern Virginia Co. for $500,000, 

indorsed by the Baltimore & Ohio Co., payable in 

ee ee Cc ci akan a aeby mash teeb aes ° 
Loan of the city of Baltimore ............... 
Sterling loan, redeemable in 1895,....... 
Sterling loan, redeemable in 1902... ... 
Sterling loan, redeemable in 1910..... soit Sap tard ackmelate 
Sterling loan for the Baltimore & Ohio & Chicago com- 

panies, redeemable in 197. raeeeee er wane 
Purchase of the interest of the city of Baltimore in the 

Pittspurgh & Connellsville road......... .......... 360,600 
Sinking fund of the Pittsburgh & Connellsville Co..... 203,044 
Sinking fund of the Baltimore, Washington & Alexan- 

dria Branch of the Washington City & Point Lookout 

road. afer tered acegine Wael 


. $123,000 
790,000 


. --. 860,000 
oesde soee 2,425,000 
1.779.412 
»” ORR 


1. 





247,904 


309,760 


bad hacbosins sobens acon seb sibessccneles sbeesekesen ees 49.909 


Total.. ... $9,901,017 


EARNINGS. 

The aggregate earnings, working expenses and net results 
of the Main Stem (including the Winchester & Potomac, 
Winchester & Strasburg, the Strasburg & Harrisburg, the 
Metropolitan Branch, the Washington Cjty & Point Look- 
out and the Somerset & Cambria roads) of the Washington 
and the Parkersburg Branch roads ; the Central Ohio, Lake 
Erie, Chicago and Pittsburgh Divisions; the Wheeling, 
Pittsburgh & Baltimore, the Newark, Somerset & Straits- 
ville, and of the Pittsburgh Southern roads, for the fiscal 
year, were: 


1 


; Net 
Earnings. | Expenses. | earnings. 


Main Stem and branches. $11,506 
3 







958! $6,269,216|$5,237,742 
1 





Washington Rranch....... , 944 55,613) 180,331 
Parkersburg Branch 643,164 501,440; = 141,723 
Central Ohio Division....... 1.169.773 793,135) 376,638 
Lake Eri» Division.. 1,016,504 754,808; 261.700 
Chicago Division.... . ; 2,046,881 1,557,893) 488,988 
Newark, Somerset & Straits- 

WEED 2260 beracdicak 168533 167.775 758 
Pittsburgh Division .. ; 294,826 1,252,694, 1,042,132 
Wheeling, Pittsburgh & Balti- 

eee eu 141,806 128,275 13,621 
Pittsburgh Southern ........| 112,125 95,457 16,668 


Lideetd $19,436,607 $11,676,307|$7,760,309 
| 


Total... 


ii‘ The net earnings of the Chicago Division, of the Wheel 
ing, Pittsburgh & Baltimore Railroad, and of the Lake Erie 
and Central Ohio divisions have been credited to the ac- 
counts for interest of those companies. 

The aggregate working expenses of the Main Stem, with 
all brancbes and divisions, were 60.07 per cent. of the whole 
gross revenues, being 4.15 percent. more than the preceding 
year, and 0,68 per cent. more than 1882. 

“The conditions of all our lines, their road-beds, tracks 
and structures, bave not only been fully maintained, but 
continuously ani! permanently improved.” 

The Pittsburgh Division, notwithstanding a net decrease 
of $436,143, shows a surplus of $358,639 over all charges. 
There were 22 miles of second track built, and extensive 
improvements made. 

he Chicago Division shows a net decrease of $84,515, 
but there was a surplus of $37,655 over interest charges. 

The earnings and expenses of all the lines compare with 
the previous year as fullows: 














1883-84. 1882-83. Inc. or Dee. P. 
Earnings............ $19,436,607 $19,739,338 D. $303,231 1.5 
Expenses............ 11,676,307 11,034,015 [. 642,292 5. 
Net earnings $7,760,300 $8,705.823 D. $945,523 
Gross earn. per mile. 12,507 12,768 D. 261 2. 
Net * — . 4.994 5,631 D. 637 L1.2 
Per cent. of exps.... 60.07 55.89 I. B36 .occss 


All the lines show nearly the same result—a slight decrease 
in earnings, accompanied by a considerable increase in ex- 
penses and a corresponding loss in net earnings. 


MAIN STEM AND BRANCHES. 





The following statement shows the earnings and expenses 
of the Main Stem and branches for the fiscal years 1882, 
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1883 and 1884, including the Winchester & Potomac, Win- 
chester & Strasburg, the Strasburg & Harrisonburg, the 
Metropolitan Branch, the Washington City & Point Look- 
out and the Somerset & Cambria roads: 


1884. 


1882. 1883. 


| 


| $10,556,569 $11,579,839 $11,506,957 


Harmings.... ...cccesess | 
EXPENSES. | 
General expenses....... 

















$198,227 $200,733) $202,031 

Losses by accidents, etc. 72,048 56,609 48,339 
Expenses of transporta- 

tion, including express) 2,258,207 2.486,047 2,740,303 
Repairs of railway...... 1,003,249 796,575 785,768 
Repairs of water sta- 

ENE Se rst 10,590 13,039 18,074 
Repairs and construc- 

tion of depots..... ... 154,439 186,663 180,877 
Bepairs of bridges...... 55,788 58,574 46,767 
Repairs and renewals of 

telegraph lines ..... 38,204) 76,78) 162,397 
Repairs of stationary | 

machinery.......... 95,754! 118,276 104,413 
Watching cuts......... 31,678 30,546 33,352 
Watching tunnels....... 4,551: 5.45) 5,101 
Watching bridges..... . 18,663 18,736 19,525 
Pumping water.......... 28,380) 28,217 29,097 
Repairs of locomotives... 654,236, 624,146 580,037 
Repairs of passenger 

WON ios «cua dkwose oe 235,533 299,386 280,220 
Repairs of burden cars. 675,248 709,028 582,460 
Cleaning engines and 

SST AE EET : 88,908 92,415 96,950 
Contingent expenses of | 

the macbinery depart- 1 

IN cnn eroat sskeaccthac-ec 11,574 7,186 7.778 
RRS aes 327,305 319,043) 324,238 
Preparing fuel and fill- | | 

DP SUEcs >. 6 veceas 20,032 20,086 21,467 

Total expenses $5,983,625 $6,147,655! $6,269,216 
Earnings more than ex- 

EE I ae $4,572,913 $5,432,183 $5,237,741 








| 


Working expenses.. ...| 56.68 per ct | 53.08 per ct.| 54.48 per ct. 


‘‘Tt is shown that the earnings of the Main Stem and the 
branches stated, in comparison with the fiscal year 1883, 
have decreased $72,881, and the working expenses have 
increased $121,560, making a comparative decrease of the 
net profits of $194,441. 

‘*The expenses of working and keeping the roads and ma- 
chinery in repair amounted to $6,269,216, being 54 48 per 
cent. upon the earnings, showing an increase of 1.40 per 
cent. compared with the previous year, and a decrease of 
2.20 per cent. compared with 1882,” 














TRAFFIC, 
The traffic reported is as follows: 
1883-84. 1882-83. Ine. or Dec. P. c. 

Tons through freight... 2,275,252 2,108,325 I. 166,927 7.9 

Bbl. flour to Baltimore. 717,258 701,95 I. 35,323 2.2 

Bu. wheat to Balto ... 6,415,550 6,633,443 D. 217,893 3.3 

Bu. corn * 1... 3,472.940 4,935,900 D. 1,462,960 29.6 

Bu.allgrain “  ....11,553,052 12,770,392 D. 1,217,340 9.6 

Tons lumber to Balto. 107,398 93,332 L. 14,066 15.1 

Tons live stock carried. 2, 187 90,530 D. 8,343 9.2 
Coal tonnage; 

Main ‘Stem, Co.’s use.. 439,912 409,695 I. 30,217 7.5 
66 os revenue... 2,828,609 2,171,862 I. 656,747 30.2 
Total Main Stem..... 3,26%,521 2,581,557 1. 686,964 26.6 

Pittsburgh Division.... 2,157,606 2,402,140 D. 244,524 10.2 

Trans-Ohio lines....... 966,548 684,696 I. 281,852 41.1 
Total coal............ 6,392,675 5,668,383 I. 724,292 12.8 


The report says: ‘* The bituminous coals, for steam pur- 
poses, of the Cumberland, George’s Creek and Elk Garden 
regions, which are more readily mined and with less labor 
than the coals of the Clearfield aud other competing sec- 
tions, and which reach tidewater at Baltimore by a shorter 
route than that of our rivals, have measurably regained that 
position in the coal markets of the country to which their 
old-established standing and superior quality entitle them. 
In order to protect the coal interests on its lines in Maryland 
and West Virginia from the underhand method of rebates, 
private contracts and the cutting of rates adopted by the 
Clearfield and competing regions, this company, even al- 
though the rates were low, and in some cases unremunera- 
tive, fully met all such reductions, no matter in what form 
made ; and notwithstanding the general business depression, 
the semi-bituminous coal trade, under this policy, shows an 
increase for the year of 653,293 tons. Should it again be- 
come necessary, the company will pursue the same resolute 
policy of protection to the large and important coal inter- 
ests onits lines. One-thousand and eighty-two iron cars of 
the largest class have been added during the vear to the 
coal-car equipment. bi of * * * 

‘‘The tonnage of through merchandise East and West 
was: 





1871 Me OSE 1,149,499 
DEE ocke seep dsrgcanich 547,609 | 1879 ... .........0000- 1,425, 62 
1873.... « 640,266 | 1BBD....... w.ccccce oe 980, 
1874 752,256 | 1881 . r 
1875 .... 872,101 | 1882... . 

1876.. .. 1,093,393 | 1883. . sn -2, 108,32 
MTT 602d) ccc cctetesees 1,047,645 | 1884 ..........-...000 2,275,252 





‘The passenger earnings of the Main Stem exhibit an in- 
crease from $2,020,284 in the preceding year, $1,922,401 
in 1882, $1,714,922 in 1881 and $1,379,990 in 1880, to 
$2,076,684.” 

RENEWALS AND BETTERMENTS. 

The report says: ‘‘ All the tracks of the Main Stem and 
of nearly ajl the branches east of the Ohio River are now 
laid with steel rails. The increased cost of steel substituted 
for iron rails has been uniformly charged to the repair 
account. 

“The condition of the road bed, tracks and engines has 
been maintained at a high standard. A large number of 
new sleeping-coacbes, parlor and thoroughfare cars have 
been added, replete with every modern improvement and 
convenience. 

‘*A new passenger-car shop, circular inform, has been 
erected at Mount Clare. It was finished in February last 
and cost $100,471. It is of brick, with slate roof, is 245 
ft. in diameter, and contains 22 stalis, with iron turn-table 
in the centre of 60 ft. diameter. The structure is fire-proof 
throughout, and is regarded as the finest of its class in the 
country, combining as it does the greatest light and ventila- 
tion with the maximum economy of working. But large 
as were the facilities of the company at its Mount Clare and 
other shops for building cars, it resolved to add to them, so 

‘as to possess a capacity which would readily enable it to 
meet any demand, by purchasing from the Buckeye Car 
Manufacturing Co. the car works at Columbus, O., covering, 
with the subsequent additional purchase, 25 acres. Their 
entire cost, with some improvements added since 
the date of purchase, has been $88,673. With the 
view of keeping its forces employed, and of 
availin of the reduced cost of materials which 
resulted from the general business depression, the company 





decided to build, at its own shops, extensive additions to its 
car and locomotive equipments. It thus secured first-class 
materials at reasonable prices and workmanship of the best 
class. The equipment added during the year, both of loco- 
motives of the most powerful and modern class and of cars 
of great capacity, has been the largest in the history of the 
company, the sum of $2,274,277 nig tg expended in 
building 40 engines and 4,048 cars. The company now 
owns 662 engines and 21,562 cars, which are in the most 
effective condition, and, as this large equipment has been 
acquired without the intervention of car trusts or inter- 
mediate agencies of any description, its ability to handle 
an —— traffic profitably and economically is readily ap- 
parent. 

“Forty engines were built at the company’s works at 
Mount Clare, namely: 13 of the largest class for freight 
service, and known as the Consolidation, each weighing 

07,250 pounds, with cylinders 20 by 24 in., 50-in. driving- 
wheels, 8 drivers, connected, with a 2-wheel pony truck ; 19 
for freight service on the Trans-Ohio divisions, and known 
as the Mogul, each weighing 98,000 pounds, with cylinders 
19 by 24 in., 60-in. driving-wheels, 6 drivers connected, with 
a 2-wheel pony truck; 8 for passenger service, each weigh- 
ing 91,000 pounds, with cylinders 19 by 24 in., and with 4 
drivers, each of 69 in. in diameter. Of the number con- 
structed, 29 engines, costing #263,044, have been charged to 
rolling power, and il, costing $96,654, which replace that 
number withdrawn, because their capacity and patterns 
were not adapted to the present requirements of the service, 
have been charged to the repair account. 

“Three thousand five bundred and eighty-two cars have 
been built and rebuilt at Mount Clare and other shops of the 
company, and 458 iron coal cars and 8 flat bottom have 
been purebased. The cars thus built, rebuilt and purchased 
include: 30 8-wheel superior passenger, | officers’, 7 bag- 
gage, 5 express, 1,606 house, 1,082 iron coal, 871 gondola, 
312 stock, 66 flat bottom, 38 caboose, 22 side dump, 3 dump, 
2 riggers, 1 refrigerator, 1 derrick and 1 camp. All the 
freight and iron coal cars are 8-wheeled, and have a capac- 
ity of 40,000 pounds, being nearly double that of the cars 
formerly used in the service. Of this aggregate of 4,048 
cars, 3,652, being new and additional plant, and costing $1,- 
772,023, have been charged to rolling power. Three hun- 
dred and ninety-six cars were built to replace that number 
worn out and destroyed, and their cost, $142,554, has 
been charged to the repair account. Five hundred and 
thirteen cars bave received thorough repairs, 233 have been 
repainted, the capacity of 177 bas been increased from 26,- 
000 to 40,000 pounds, and 40 house cars have been arranged 
for ventilation. The cost of these repairsand improvements, 
$187.660, has been charged to the repair account. The 
fixed policy of the company is to continue to add largely to 
its effective r= by which its increasing business and the 
commerce of the port of Baltimore can be thoroughly ac- 
commodated and promoted. 


THE PHILADELPHIA LINE. 


‘“*The Baltimore & Obio Railroad Co., under resolutions 
ateptes unanimously by the stockholders, is building the 
Philadelphia Branch, from a point of connection with its 
Main Stenf to the northern boundary line of Cecil County, 
in the State of Maryland, where it connects with the road 
which the Baltimore & Philadelphia Railroad Co. is con- 
structing through Delaware by way of Wilmington and 
into the city of Philadelphia. Work has progressed rapidly 
during the year, and, unless the severity of winter prevent, 
the entire road between Baltimore and Philadelphia will be 
in operation about July of the coming year. The bridge 
spanning the Susquehanna River isa work of magnitude, 
and will be one of t e largest and most remarkable struc- 
tures of its class in the world. It is the determination of the 
company that it shall be of the most substantial, safe and 
durable character. It will be 6,346 ft. in length, 94 ft. above 
mean low tide and will rest on 11 granite piers having their 
foundations on the bed rock of the river, of from 116 to 179 
ft. in height, with an area of 12 by 35 ft. at the top. Large 
and substantial starlings or ice-breakers have added to the 
general dimensions of the water piers. The foundations for 
six of the piers have been difficult, reaching as they do a 
depth of 85 ft. below low water and necessitating the use 
of caissons with air chambers, in which the men engaged in 
removing the débris in order to reach bed rock have worked 
under pressure of 37 lbs. per square inch. Much of the ma- 
sonry for the foundations and piers has been placed and all 
will be finished about the time the superstructure is ready. 
The pneumatic caisson foundation work will be com- 
pleted about Dec. 1. The superstructure will be of 
steel. It has heen let to the Keystone Bridge Co. for de- 
livery and erection in the early spring, and will consist of 
seven deck an two through spans. The lengths of the deck 
spans will be: one of 520 ft., four of 480 ft. each, one of 375 
ft. and one of 200 ft. Thetwo through spans will be 520 
and 375 ft. respectively. There will be 2,288 ft. of iron 
viaduct, averaging 67 ft. in height, for the construction of 
which, in the shops of the company, arrangements have 
been made. All the other bridges on the line between Bal- 
timore and Philadelphia will be of iron, and will be built at 
the shops of the company. 
NEW LINES ABOUT PITTSBURGH, 


** Contracts have been made for the tunnels and other por- 


¥| tions of the heavy work on the Ohio & Baltimore Short 


Line, with the view of letting the lighter work at such future 
period as will secure the simultaneous completion of the 
entire road between Connellsville and Washington, Pa., a 
distance of 45 miles. This important and valuable road 
will not only traverse a rich and productive territory but 
will shorten the distance to the West 25 miles, and, in addi- 
tion to affording a line of much improved grades and curves, 
will be the most direct route between the Connellsville coke 
region and the leading Western cities and manufactories. 
It also shortens, by 45 miles, the distance between the Con- 
nellsville coke fields and the great manufacturing city of 
Wheeling, W. Va. 

‘The Pittsburgh Southern Railroad, which was opened 
for traffic in August, 1883, has been placed in thorough 
order, and has realized the expectations of this company as 
to its great value as a connection from Pittsburgh to the 
West via Wheeling and the Trans-Obio lines. Notwith- 
standing the depressed condition of the iron and coke in- 
dustries, the business has developed to such an extent as to 
require the construction of a bridge over the Monongahela 
River at Glenwood, thus dispensing with the ferry at that 
point. The bridge is 3,100 ft. in length, and the iron super- 
structure has been constructed at the Mount Clare shops of 
the company. Tbe masonry is finished, four spans are in 
position, and it is expected that the structure will be com- 
pleted and ready for traffic about Nov. 1. A connectior has 
been made between the Pittsburgh Southern Road and the 
Ohio & Baltimore Short Line at Zediker, 4 miles east of 
Washington, Pa., in order to shorten the distance and avoid 
the heavy grade and sharp curvature of the Pittsburgh 
Southern near Washington, as well as to utilize the superior 
eotaee of the Ohio & Baltimore Short Line through Brady’s 
tunnel. 

‘* During the year the Pittsburgh Junction road, which is 
controlled by this company and its allied interests, and 
which connects at Pittsburgh with the Pittsburgh Division, 
has been completed through that city by tunnel and ele- 


vated road, and thence by a fine iron bridge over the Alle- 
gheny River to a junction with the Pittsburgh & Western 
road. It has been built in the most permanent and substan- 
tial manner, with double track throughout. The extension 
of its branches is being rapidly prosecuted to the numerous 
and extensive manufactories along the Allegheny River 
front in Pittsburgh, and, when finished, will make the posi- 
tion of the Baltimore & Obie Co. in that city superior to 
that of any other railroad company. 

“The Pittsburgh & Western Railroad Co. has leased the 
Pittsburgh, Cleveland & Toledo Railroad. Satisfactory re- 
lations have been established between this company and 
those interests, enabling it to form a most favorable route to 
Akron, Obio, to the lakes at Cleveland, and to the great 
manufacturing districts of the Mahoning and Shenango val- 
leys. It is also, by 51 miles, the short line between the 
great lakes at Clevelaud and the National capital at Wash- 
ton. In addition to the large local business originating on 
these lines, in which this company will participate, this 
route opens up to these regions, to the Pittsburgh Division, 
to the entire system of this company, and to the manufac- 
turing and other industries connected therewith, new and 
additional markets and sources of revenue for their rich 
and valuable mineral and other products. 

CONTROLLED LINES. 


** Under contracis entered into Sept. 1, 1883, between the 
County Court of Hampshire County, W. Va., and this com- 
pany, and on Oct. 12. 1883, between this company and the 
South Branch Railway Co., the South Branch road t 1s been 
completed and is now in operation from Green Spri ag (164 
miles from Baltimore) to Romney, a distance of 16 miles. 
This line reaches the fertile valley of the South Branch of 
the Potomac, and opens up vast tracts of timberland. It 
will be an important feeder to the Main Line, and will also 
enable this company to satisfactorily handle the large cattle 
shipments from the Moorfield Valley. 

“In pursuit of the policy of developing the territory 
tributary to its system, the Baltimore & Ohio Co. is furnish- 
ing to the Fairmont, ney ay pe & Pittsburgh Railroad 
Co. the necessary capital for the construction of its line, ex- 
tending from Fairmont, in West Virginia, by way of Mor- 
gantown, to the Pennsylvania state line, a distance of 34 
miles, at which point it is expected to join the State Line 
Railroad for Uniontown, Pa., thus forming a direct connec- 
tion ketween the Main Line and the Pittsburgh Division 
via the Monongahela Valley. Construction was com- 
menced in April last, under favorable contracts for, 
graduation and masonry, and has been pressed vigorously 
The sum of $153,104 bas been expended to Sept. 
30; 46 per cent. is tangent; the maximum grade does not 
exceed 15 ft. to the mile, the shortest curve is 1,195 ft. 
radius, thus making a line that can be worked advan- 
tageously and cheaply. Including a bridge of 4 spans, one 
of 240 ft. and three uf 140 ft. each, over the Monongahela 
River, the road will be completed and ready for operation 
in the coming spring. The Monongahela Valley, which the 
line traverses, is noted for its fine grazing lands, and a large 
number of cattle are fed and shipped from this section 
annually. Superior bituminous, gas and coking ccals abound 
in this entire region, and crop out, with veins of from 4 to 9 
ft. in thickness, at several points along the line, and the 
adjacent country is rich in superior timbers. The prospects 
are excellent for a large and valuable traffic. 

‘“*The Valley Railroad of Virginie, now comprising 62 
miles, was completed to Lexington Nov. 1, 1883, thus estab- 
lishing a connection with the Richmond & Allegheny Rail- 
road at that point for Lynchburg and Richmond, and open- 
ing up new and favorable routes to Southern and South west- 
ern Virginia. Notwithstanding the general depression in 
the iron and coke industries, the net income of the Valley 
Railroad has been $43,715 for the past year, its fixed 
charges being $45.000 per year. As the extension to Lex- 
ington was completed Nov. 1, 1 , these results are for a 
period of but 11 months, thus making it reasonably certain 
that the road will have, during the coming year,a surplus 
beyond its fixed charges. 

“The Columbus & Cincinnati Midland road is 71 miles in 
length, is controlled by co-operative and friendly interests, 
and will be completed and opened for traffic during the com- 
ing month. It extends from Columbus, O., through Wash- 
ington Court House to Clinton Valley, on the Cincinnati, 
Washington & Baltimore road, and is the shortest line be- 
tween Columbus & Cincinnati. Lt will be operated in connec- 
tion with the Central Ohio, the Ohio & Baltimore Short Line, 
and the Pittsburgh Southern road, making a direct and excel- 
lent route for passengers and freight between Pittsburgh and 
the Pittsburgh & Connellsville road, and the city of Cincin- 
nati and the Southwest. Heretofore all traffic commanded 
by the Pittsburgb Division for Cincinnati, St. Louis, Louis- 
ville and beyond—and which the construction of the Pitts- 
burgh Junction road in Pittsburgh will largely increase— 
bas been delivered at Columbus to rival lines; and notwith- 
standing the favorable position of the Baltimore & Ohio Co. 
in these great and leading cities, it has been unable to com- 

te for their large passenger and freight business for 
Vheeling, Pittsburgh and Northeastern Ohio, Western 
Pennsylvania and Western New York. The construction of 
this effective line gives to these cities and regionsa new 
competitor, and furnishes this company with additional 
business and revenues. 

GENERAL REMARKS. 

‘The completion of the work of deepening the channel to 
27 ft. at mean low water is attracting renewed attention to- 
ward the port of Baltimore from owners of steamsbips en- 
gaged in foreign trade. The Johnston line, one of the lines 
plying between Baltimore and Liverpool, bave added to 
their fleet two pew modern steamships of large draught, 
each with a dead weight carrying capacity of 5,000 tons. 
In view of its geographical advantages, and the large terri- 
tory which uses Baltimore as a port of export and import, 
it was anticipated that Congress, at its last session, would 
appropriate a sum sufficient to widen the channel to 400 ft., 
so as to make navigation easy and safe for large-sized steam- 
ships. The work of widening the channel to 300 ft. is ac- 
tively in progress, but as this will absorb the entire appro- 
priation, an additional $200,000 will be needed from Con- 
gress to secure a width to the channel of four hundred feet. 

‘Interest and attention continue to be manifested for the 
construction, so valuable and desirable for commercial and 
for naval and military purposes, of a ship canal connecting 
the Chesapeake and Delaware bays. * * 

** The Secretary of War has transmitted to Congress the 
communication of Lieutenant-Colonel Craighill, concurred 
in by Brigadier-General H. G. Wright, recommending the 
creation of a commission composed of an officer of the army 
and en officer of the navy, of high rank, an officer of the 
corps of engineers and two civilians to report as to the best 
of the three routes heretofore surveyed, and in view of the 
objects, both national and commercial, which will be gained 
by this ship canal, the construction of which will so favor- 
ably affect so many large interests and vast sections of the 
country, it is believed that Congress will at an early day 
authorize the commencement of the work. 

“The board express with pleasure their continued appre 
ciation of the successful management of the business of the 
company through the faithfulness and efficiency of the offi- 





cers and employés in all departments of the service.” 
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EDITORIAL ANNOUNCEMENTS. 
Passes.—All persons connected with this paper are forbid 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its mprovement.  Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 





Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers, Those who wish to recommend 
their inventions, machinery, supplies, financial schemes, 
elc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi 
torially, either for money or in consideration of advertis- 
ing patronage, 


THE BALTIMORE & OHIO REPORT. 

The Baltimore & Ohio report for the year ending 
with September last has been published. For eight 
years the mileage worked, the gross and net earnings 
and working expenses of the whole system of the com- 
pany have been : 





Gross Net 

Year. Miles. Karnings. Expenses. Eurnings. 
1876-77 0.6.05 1474 $13,208,860 $8,226,055 $4,982,805 
1877-78....... 1,456 13,765. 280 7,769,301 5,995,979 
1878-79.... ... 1,449 14,193,081 7,691,006 6,502,385 
1879-80.,..  .. 1,449 18,317,740 10,330,970 7,986,370 
LYBO-B81....... 1,495 18,463,877 11,839,479 7,073,308 
IRS1-82 .. 1,500 18,383,876 10,929,214 7,454,662 
I882-833 .. ... 1,650 18,739,838 11,034,015 8,705,823 
LS83-84 . 1,554 19,436,607 11,676,307 7,'760,300 


Thus the gross earnings last year were but $808,231 
(14 per cent.) less than in 1882-88, and larger than in 
any previous year; but as there was an increase of 
$642,292 (6 per cent.) in the working expenses, the de- 
crease in net earnings was $945,528, or 107, per cent., 
which is equal to $6.39 per share of the company’s 
common stock. This year’s net earnings were exceeded 
also in 1879-80, but in no other years. 

The changes in gross earnings on the several divi- 
sions of the road since the previous year vary con- 
siderably. On the ‘Main Stem and branches” there 
is a very small decrease; on all the trans-Obio divisions 
there is an increase—6 per cent. ou the Central Ohio, 
14 per cent. on the Lake Erie Division, 9 per cent. on 
the Chicago Division, and 2} per cent. on the Newark, 
Somerset & Straitsville. It is somewhat surprising 
to find gains here, where most railroads had losses at 
the time, and it is especially surprising to find so large 
a gain on the Chicago Division, which had then for 
the first time to meet the competition of two new 
roads. Yet its net earnings were 15 per cent. less than 
in 1888, the working expenses having increased 194 
per cent, In this, doubtless, is seen the effect of low 
rates. The other three trans-Ohio divisions also have 
a decrease in net earnings in spite of their increase in 
gross earnings. 

East of the Ohio the only lines gaining in gross 
earnings are the Wheeling, Pittsburgh & Baltimore 
and the Pittsburgh Southern, which had been con- 
nected and had a coke traffic thrown over them; but 
the decreases were large only on the Pittsburgh Division 
(18 per cent.) and the Parkersburg Branch (18 per cent.). 
The former had, at a comparatively recent date, be- 
come an important part of the Baltimore & Ohio sys- 
tem. The decline of the iron trade affects it seriously, 
naturally. It affects it more than appears from its 
decrease in gross earnings, for its decrease in net 
earnings was nearly 30 per cent. And generally the 
decrease in net earnings was at a much greater rate 
than the decrease in gross earnings, there having been 
an increase in working expenses on every division ex- 
cept the Pittsburgh Division. Among the more im- 
portant decreases in net earnings are 19 per cent. on 
the Washington Branch, 45 per cent. on the Parkers- 





THE RAILROAD GAZETTE. 


burg Branch and 58 per cent. on the Wheeling, Pitts- 
burgh & Baltimore. 

It was hardly to be expected that there should be so 
considerable an increase in the expenses of this railroad, 
in a year when traffic generally was not grow- 
ing and when most railroads reduced their expenses. 
Precisely how the Baltimore & Ohio traffic changed, 
there is no means of knowing. The coal tonnage 
shipped over the road was the largest in its history and 
124 per cent. more than in 1888, An increase of 8 
per cent. in through merchandise is reported, but a 
decrease of 10 per cent. in grain. There must have 
been a considerable increase in passenger traffic, as 
there was an increase of 24 per cent. in passenger 
earnings, but it is hardly probable that the whole 
traffic increased so much as the expenses. 

What these expenses consisted of we know only for 
the Main Stem and branches, whose expenses are 
about one half of the total. There is some decrease 
in nearly all of the repair accounts of this division, 
and the only considerable increase is in the transpor- 
tation expenses. 

Referring back to the first table, it will be noted that 
this company made a sudden leap forward from 1879 
to 1880, and that since that time the changes have not 
been great in either gross or net earnings. The road 
profited greatly by the improvement in the iron indus- 
try and in the demand for coal, as well as by the gen- 
eral prosper ty and industrial activity that begun about 
1879. The recent depression is hardly visible as yet in 
the earnings of this road, even less so than in those of the 
Pennsylvania, whose gross and net earnings compare 
as follows with those for the Baltimore & Ohio for 
successive years : 








Year. —(Gross earnings. —-- —-Net earnings. 
Penna. B. & O. Penna. B. & O. 
1876-77... ...$32,558,483 $13,208,860 $13,283,663 $4,952,805 
1877-78...... . 31,930,805 13,765,280 13,456,771 5,994,079 
1878-79... ... 33,393,03L 14,193,981 13,574,839 6,502,385 
1570-80 ....... 40,397,287 18,317,740 16,970,737 7,986,370 
1880-8. ...... 43,883,703 18,463.877 17,604,532 7,073,498 
1881-82 ....... 47,132,793 18,583,876 17,623,133 7,454,662 
1882-83 ....... 51,084,023 19,739,838 18.901,538 8,705,823 
1883-84 ..... . 49,587,512 19,436,607 18,798,877 7,760,300 


The course of the gross earnings of the two roads 
has been, in some respects, similar, especially in the 
enormous increase which took place from 1879 to 
1880, which was 21 per cent. on Pennsylvania and 28 
per cent. on the Baltimore & Ohio. But for two years 
afterward the Pennsylvania continued to gain—8} per 
cent. in 1881 and 6 per cent. in 1882—while the Balti- 
more & Ohio stood still. From 1882 to 1888 the latter 
gained 74 per cent. and the Pennsylvania 8} per cent. 
Last year both lost, the Pennsylvania 3 per cent, and 
the Baltimore & Ohio 14 per cent. 

Thus the course was parallel on the two roads until 
after 1879-80, and alsu after 1881-82; but in the two 
intervening years the Pennsylvania gained rapidly, 
while the Baltimore & Ohio stood still. The aggregate 
result has been an increase from 1879 to 1884 at the 
rate of 49 per cent. by the Pennsylvania and of 87 per 
cent. by the Baltimore & Ohio. Changes of mileage 
have not been great or important in either company. 

In net earnings the rate of increase has been less 
rapid. From 1879 to 1884 it was 88 per cent. on the 
Pennsylvania and 19 per cent. on the Baltimore & 
Ohio. The latter, however, had exceptionally large 
net earnings (for the time) in 1879, due to an unusual 
reduction in expenses, and if we go back to 1878 we 
find its increase in net earnings since that year to have 
been nearly 80 per cent., against 89 on the Pennsyl- 
vania. But the larger pait of the great net gain since 
1878 was made in the single year 1880. From 1880 to 
1884 the gains in gros3 and net on the two roads have 
been: 





—~-Gross. -— —————- Net, -— = 
Gain. Penna. B&O. Penna, .& O. 
Amount. ..... $9,230.225 $1,118,8€7 $1,828,140 Dec. $226,070 
Per cent...... 22% 6% 1034 234 


More than four-fifths of the great increase of gross 
earnings on the Pennsylvania since 1880 has been 
absorbed by an increase in the working expenses ; 
while on the Baltimore road one-fifth more than the 
moderate increase in earnings has been required by the 
increase in expenses. This leaves the Pennsylvania 
the large gain of 10% per cent, in net earnings since 
1880, while Baltimore & Ohio has a slight loss, 

Meanwhile there have been an increase of some- 
thing more than $25,000,000 in the capital stock and 
usmall increase in the funded debt of the Pennsyl- 
vania, and no increase in either the stock or bonds of 
the Baltimore & Ohio. <A large part of the increase 
of the Pennsylvania’s capital, however, was for the 
purchase of the securities of other railroads. 








“The Fight of a Man with a Railroad.” 





It will be remembered by railroad men that the 
plaintiff in the above entitled cause, although defeated 
in all the courts upon the principal claim which he 
made, viz., that he was privileged to ride in either 
direction upon a ticket which read in one direction, 
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nevertheless recovered damages from the railroad 
company upon the ground that he was injured in being 
ejected from the train; and it was published exten- 
sively that he had won his suit, with the effect of im- 
pressing upon a careless public that the courts had 
sustained his principal demand, so that the question 
as to the validity of the ticket may require to be tried 
over again, before the general public becomes informed 
as to the law of the case. Yet the recovery of dam- 
ages in this case and in so many others recently, where 
the servants of the railroad companies have failed to 
keep their tempers, and have used unnecessary force in 
the expulsion of people from the trains, ought to influ- 
ence railroad officials in their instructions to those em- 
ployés who are likely to be called upon to exercise this 
authority. So far as we know, the matter is left upon 
most railroads entirely to the judgment of the men 
themselves, unless there is some law of the state re- 
ferred to in the regulations, which declares where it 
shall be or where it shall not be lawful to puta person 
off the train for cause. We have been able to find 
only a few companies which have issued any definite 
instructions upon the subject. If the question were 
to be raised in court, upon a trial, by what authority 
did this conductor eject this passenger, it would often 
be difficult for the said conductor to find that he had 
any warrant for his action except ‘‘ immemorial cus- 
tom,” which might or might not be sufficient in the 
view of the jury. 

In a condition of barbarism, where it is necessary 
for every one to enforce his personal rights by the most 
vigorous methods, perhaps the only course open to a 
railroad company to avoid being imposed upon would 
be to put non-paying or boisterous persons off the 
trains, with as little ceremony as possible; but in a 
civilized country under the reign of law, the necessity 
for any such proceeding is more than doubtful. In 
the first place, it almost always excites prejudice 
against the company, as inclined to be tyrannical and 
violent in the assertion of its rights, when it is better 
for it to secure them,as it may, through the sense of 
justice of the community ; and if the company were to 
bring suit in every instance against persons attempting 
to defraud it by non-payment of fares, this would be 
found, we are convinced, a more certain remedy for 
fraud than the more sudden proceeding. 

In the second place, the person who refuses to pay 
fare is generally under the illusion that he isin the right 
and is quiteas obstinate as the conductor; the passen- 
ger may have a wrong ticket, he may have misunder- 
stood some one, he may be a little crazy, he may be 
more than a little drunk, he may even have no money 
—at any rate, he is more at leisure to quarrel and 
wrangle than the conductor can be, so that the con- 
ductor is likely to become angry first, and to do things 
which he and the company may regret. On this ac- 
count we think it would be safer and more politic for 
a railroad company to prohibit the ejection of passen- 
gers, under any circumstances except those of actual 
riot, at any place other than a station. We have known 
of drunken men being put off at railroad crossings, 
and have wondered who would be responsible in case 
of their having been run over. 

In many of the states of this Union the station 
agents and conductors are already constituted con- 
stables to make arrests for disorderly conduct, and by 
a little attention to this matter the railroads can easily 
have them made such in the other states. They could 
also, in most of the states, procure the enactment of 
any laws necessary to »; ist them in a gentle method 
of collecting fares from reluctant passengers. Espe- 
cially would this be the case in those states which have 
appointed Railroad Commissioners; who, in most in- 
stances, have shown a desire to deal justly with all 
the questions submitted to them, and to help the rail- 
roads with the people, as well as to help the people 
with the railroads, so as to bring about pleasanter re- 
lations between the parties than have heretofore 
existed. We believe they would be sure to favor any 
proper statutes on this subject. 

And if, meanwhile. the railroad companies were to 
suffer loss in a few instances, and were to carry a few 
persons for some miles without receiving a quid pro 
quo, the loss would not be a very noticeable one, inas- 
much as the train is going to run through whether the 
passenger pays fare or not, and it is nowhere very far 
between stations. And if any company were to try 
the experiment of forbidding passengers to be ex- 
pelled from a train by force, it would not be at great 
cost, and the injunction might assist in developing a 
sense of respectful courtesy toward passengers which 
is not now apparent in the demeanor of the average 
trainman, although there are, of course, many who 
are gentlemen. There might result even a saving to 
that company, for it would be likely to be sued if any 
one were to be ejected, and would have to incur the 
cost and trouble of defending the suit, even if not 
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finally cast in damages, as it always will be by a jury 
where there can be any shadow of a claim that the 
passenger suffered from unnecessary violence or in- 
dignity. 








The report of the Joint Executive Committee meet- 
ing last week, which we publish on another page, 
gives a fuller account than has heretofore been pub- 
lished, not only of the proceedings of that meeting but 
of the condition of the various pools. It does not, 
however, throw much light on the causes which led 
to the recent demoralization. The proceedings, how- 
ever, show by what means it is proposed to pre- 
vent similar demoralization hereafter. All the 
trunk lines and their immediate Western con- 
nections agree that they will not carry freight taken 
at less than regular rates. It has, we believe, been 
complained that Western railroads not in the pool (or 
in it) have taken freight at cut rates and delivered 


it to the Grand Trunk, which forwarded it to 
the Lackawanna or the West Shore, roads 
not in the pool, at Buffalo. Now if the new 


agreement is kept, the Grand Trunk will not 
carry such freight, and it would seem impossible 
for the Lackawanna and the West Shore to get any 
east-bound freight at less than full rates. This ex- 
tends to live stock and dressed beef. The meeting 
also directed the restoration of rates to the 25-cent 
basis last Monday. 

Nearly every important company was represented 
at the meeting, and apparently an earnest and serious 
effo rt was made to remove, so far as possible, the 
obstacles to maintaining rates. 


We published recently a letter which formu lated the 
charges made against the Chicago, Rock Island & Pa- 
cific by other Chicago railroads with regard to its con- 
duct of the passenger business for which they compete. 
We now give a full abstract of a circular from Mr. E. 
St. John, the General Ticket and Passenger Agent of 
the Rock Island road, in which he answers these charges 
and makes countercharges. It is of course impossible 
without a thorough investigation into facts which 
are kept secret as much as possible, and can hardly be 
ascertained without using a detective force, to decide 
who is most in the wrong, especially as the decision 
might depend on ascertaining who first took steps 
afterwards followed by others, or who took the most 
of many wrong courses. But the controversy is in- 
teresting us laying bare several of the tricks by which 
passenger agents sometimes seek to get the advantage 
of their competitors without openly violating the 
letter of agreements they have made, or to con- 
ceal violations which they know to be such, 
and know will be effective only so long as they 
are secret. The disclosures are certainly dis- 
creditable to the business judgment as well as the 
business honor of those who conduct the passen- 
ger business. Such practices as are complained of are 
almost sure to result in great losses to all parties con- 
cerned. All experience proves this ; yet there are men 
who seem constantly to be planning some trick by 
which they may gain a hundred dollars this month at 
an expense, probably, of a thousand or ten thousand 
dollars a little later. In this case the people who.con- 
duct the passenger business between Chicago and 
the Missouri River, or some of them, through 
their dark ways and vain tricks by which they 
attempted to capture an occasional passenger, have 
succeeded in reducing the fare from Chicago to 
Kansas City and from Kansas City to Chicago 
from $14.50 to $1. Possibly this is the fault of 
one man, but probably of several. We submit that 
they ought to be ashamed of the result of their efforts 
to protect the interests of the companies which employ 
them. This fight has been going on for several weeks, 
and the losses of each company must already have 
been several times as great as any profits they could 
make in a year from passengers gained by the artful 
devices which they have invented fer the purpose of 
violating the spirit of their mutual agreements. This, 
however, is only one more illustration of the very 
great difficulty of any agreement which does not vir- 
tually divide traffic or the earnings from it. So long 
as there is a hope of adding to income by forbidden 
practices, these practices seem sure to continue, or to 
make way for something equivalent to them. If there 
was nothing to be gained by them, of course there 
would be no need of prohibiting them. 

The one encouraging thing in the controversy 

the appearance of what we may call a rud- 
imentary sense of business honor among the rail- 
road men concerned. The charges were  pub- 
lished, evidently, because it was believed that the 
practices complained of would be considered dishon- 
orable. They were answered, and countercharges 
were preferred for the same reason. In a more prim- 
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itive state of railroad morals the traffic men not only 
practiced all these tricks but they gloried in them. It 
is adistinct advance for them to feel any need of de- 
nying them or explaining why it was necessary to 
practice them. Doubtless it still is necessary to use 
them sometimes. In a savage state of society we 
have to use whatever weapons are at hand, and the 
civilized man who happens to live among savages has 
to fight like a savage. 








The Chicago & Alton Railroad has taken a very im- 
portant step, which will have far-reaching effects on 
many railroads of the West. It announces that, be- 
ginning with Dec. 1, its full local unlimited first-class 
rates will be $10 from Chicago to Kansas City and 
$6.50 from Chicago to St. Louis, and in its circular to 
general ticket agents, announcing the change, adds that 
these rates will be permanent. The present regular 
rates are $14.50 to Kansas City and $8.70 to St. Louis. 
The pew rate will be a trifle more than 2 cents per 
mile ; the present one is a trifle less than 3 cents a mile. 

Just at present, when the railroads are carrying 
from Chicago to Kansas City for a dollar, the effect 
of the new rate may be insignificant, But it must be 
remembered that this is not only a permanent rate, 
but the unlimited rate, and it will limit the through 
rates that can be charged hereafter between Chicago 
and all the Missouri River points from Omaha to 
Kansas City inclusive, and to points further west. 
Moreover, it will probably limit the local rates to 
many places in Illinois, and to some in Missouri be- 
sides those named, Whether a corresponding re- 
duction will be made in the local fares of the Chicago 
& Alton does not appear from the announcement, 
but it will probably not be easy to maintain a 3.cent 
per mile local rate when unlimited through 
rates are but 2 cents a mile. And other Chicago rail- 
roads will not willingly see the Chicago & Alton 
making lower local rates in Illinois and Missouri than 
they make in Illinois and Iowa, and the public, which 
feels passenger fares much more than freight 
rates, which actually affect it much more, will 
not easily understand why: the Northwestern, 
the Burlington or the Rock Island’ should 
charge more than the Chicago & Alton. There 
need not necessarily be uniformity in these matters, 
to be sure. In New York the New York Central has 
always had to carry for 2 cents a mile, while all other 
New York railroads were charging 214 or 3; but the 
New York Central rates are limited by law, while the 
Chicago & Alton reduces it by its own motion. 

The passenger earnings of this road are important, 
last year amounting to $2,270,000, which was more 
than one-fourth of the whole. The average rate, how- 
ever, has of late years been lower, probably, than on 
any other Western railroad, and lower than on any 
trunk line but the New York Central—1.82 cents in 
1881, 1.95 in 1882, and 2.14 in 1883. This has probably 
been due to the carriage of large numbers of through 
passengers at much less than regular rates. A large 
part of this time there was a war rate between Chi- 
cago and St. Louis of $5 ; and there have been various 
other wars reducing through rates, while this 
road’s proportion of the regular rate between St. Louis 
and the Atlantic seaboard makes a very low rate, be- 
cause it is part of a long route. If the change ap- 
plies only to through fares, it may well be that the 
new rate is as much as the average rate received for 
some time past. Still, as it will not prevent railroad 
wars in the future, it will probably reduce the average 
rate to be received hereafter. 








Of 28 more railroads which report October earnings 
this week, all but seven have a decrease, the chief of 
those which increase being the Fort Scott & Gulf and 
the South Carolina. No less than 16 of the 28 roads 
are Southern lines and three Southwestern, and nearly 
all of these show losses, some of them very large, as 
30% per cent. by the Chesapeake & Ohio, 21 per cent. 
by the Gulf, Colorado & Santa Fe, 17 by the Shenan- 
doah Valley, 15 by the Vicksburg & Meridian. Of 
the lines carryiag much trunk-line freight, the per- 
centages of decrease have been : Cincinnati, Washing- 
ton & Baltimore, 10 per cent.; Grand Trunk, 11} per 
cent.; Indiana, Bloomington & Western, 4 per cent.; 
Alton & Terre Haute, 5 per cent. 

This makes a total of 62 railroads that have reported 
their October earnings so far, whose aggregates are as 
follows : 


1884. 1883, Inc. or Dec. P.c 
Ee ere 43,457 41,548 + .889 4.1 
ee $22,901,138 $24,284,914 — $1,383,775 5.7 
Earnings per mile... 527 584 57 9.8 


This is similar to the showing made by the smaller 
number of railroads last week. 








The difference of views between our two corre- 
spondents, Mr. James A. Evans and ‘‘ Standard Coup- 
ler,” with regards to the essentials of a safety coupler, 


hardly seems so great after all as ‘‘ Standard Coupler” 
seems to imply. The end desired by each is the same, 
the speedy adoption of some safety coupler or coup- 
lers, and the difference in respect to essentials seems 
to be only two: 

1. Whether a single standard for the whole country 
is practicable and desirable or not, or whether the end 
sought will be most speedily attained by allowing some 
latitude of choice. 

2. Whether or not the stringent {list of require- 
ments proposed by Mr. Evans is a reasovable or even 
possible one. 

In respect to the latter point, probably our former 
correspondent himself will not upon reflection ques- 
tion that his list of “‘ requirements” was in some of its 
features quite impracticable, as for instance in “4. 
That it shall couple readily with ali other automatic 
devices already invented or that may be invented,” and 
likewise perhaps that it shall ‘‘ infallibly couple auto- 
matically with its own kind under the most disadvan- 
tageous circumstances.” As respects coupling and 
uncoupling on any kind of alignment, this is 
no doubt reasonable and necessary, but whether it 
is either possible or desirable that the same 
‘‘infallibility” should exist for all speeds of running 
cars together in coupling is an open question. 
There is an obvious danger connected with the in- 
troduction of an automatic coupler, that the cars will 
be banged together with far greater violence and 
recklessness even than they now are, and it might be 
questioned whether it would not be a positive merit in 
such a device that some decent amount of care and 
gentleness in bringing cars together was necessary to 
secure *‘ infallible” coupling. As it is now, when the 
safety of a man between the cars holding up a link 
has to be considered, there is rough usage enough. 
What will be the consequence to draw-gear when no 
such danger has to be borne in mind? 

It is safe to say that until human nature has been 
made over there wiil be a good deal more recklessness 
in handling heavy trains on a short allowance of time 
than there now is, and that the greater speed used wil! 
introduce a new danger to counterbalance in part tlie 
old, Therefore, the not uncommon test for proposed 
new couplers, banging two cars together at 15 
or 20 miles an hour to see if the coupler will 
work all right, although well enough merely 
as a test, ought not to be accepted as conclusive 
against one which might chance to fail thereunder, 
if its action proved trustworthy under normal and 
proper usage. On the other hand, no violence of 
usage for determining if the coupler could be made to 
uncouple could be regarded as too great, for that is a 
real and positive danger in regular service, whereas 
the failure to couple causes, as a rule, nothing more 
than annoyance and delay. 

The statement in the letter above that the danger in 
coupling cars is *‘almost wholly” due to inequalities 
in heights and shape of draw-bars must surely be 
an inadvertance. Such inequalities add greatly to the 
danger, but if they were all removed would accidents 
from couplers *‘ almost wholly” cease? It would seem 
more probable that, as the inherent danger of the 
process would still remain, it would cause at least half 
as many accidents as now. 








The Iron Age is now reporting the condition of the 
anthracite and bituminous blast furnaces of the coun- 
try every month, and, moreover, it gives the weekly 
capacity of the furnaces in and out of blast—a fact of 
the utmost importance which has until recently been 
entirely neglected. How important it is may be 
judged by the fact the 172 furnaces in blast Nov. 1 had 
capacity for a weekly production of 66,089 tons, while 
the 271 out of blast had capacity for 80,142 tons. 
Judging by the number of furnaces, which heretofore 
has been all we have had to judge by, it would appear 
that the capacity of the furnaces out of blast was 58 
per cent. more than that of those in blast; actually 
it was but 21 per cent. more, because the average 
capacity of those in blast was 384 tons per week, while 
that of the furnaces out of blast was but 296 tons per 
week, 

The capacity of furnaces in blast was a little greater 
Nov. 1 than Oct. lor Sept. On the first day of the 
last six months it has been, in tons : 


Sepr. 


Pp Oct. 
65,732 


63,949 


July 


, August. 
74,579 


70,021 


June. 
75,975 


Nov. 
66,089 
There thus has been an arrest in the decline of pro- 
duction. The capacity Nov. 1, however, was 13 per 
cent. less than June 1. The decrease in producing 
capacity was nearly the same in amount in anthracite 
and bituminous furnaces. Of the anthracite furnaces 
574 per cent. (in capacity) were out of blast Nov. 1, to 
52} per cent. of the bituminous and coke furnaces. 





The increase in capacity since Oct. 1 has been wholly 








in bituminous furnaces and chiefly in Western Penn- 
sylvania and in Ohio. So much has been said lately of 
the increasing competition of the Southern furnaces 
that it is interesting to notice their condition. 

In Virginia and West Virginia 58 per cent. of the 
furnace capacity is out of blast (against 54% per cent. 
in the whole United States and 47 per cent. in Penn- 
sylvania), while in Alabama, Georgia and Tennessee 
only 41} per cent. of the bituminous and coke fur- 
nace capacity was out of blast. In Illinois, which 
alone is producing more than the three states last 
named, 45 per cent. is out of blast; in Missouri, 100 
per cent. Ohio, which is the second of the pig-iron 
producing states, has 61} per cent. of its furnace 
capacity out of blast. 

So far as these figures go they indicate that the Ala- 
bama district has been best able to make iron at cur- 
rent low prices, but not much more so than Pennsyl- 
vania or Illinois, while Ohio appears to suffer more 
than any other important iron-producing district, un- 
less we may call New York and New Jersey an impor- 
tant one : 77 per cent. of their blast furnace capacity 
is idle, 

It will not do to lay too much stress on these indi- 
cations, however. A state where the furnaces are 
nearly all new and have the latest improvements may 
go on with undiminished production when in a state 
with greater advantages for production a large number 
of antiquated furnaces cannot make their expenses. 
In every old district furnaces are being abandoned 
every year, having outlived their usefulness. 








The modern cargo steamer has now become a won- 
derfully economical freight carrier, especially as_re- 
gards consumption of fuel. <A freight train run under 
the most favorable conditions seems wasteful in com- 
parison. The ‘* Burgos,” a modern steamer especially 
built to carry cargo cheaply at a slow speed, lately left 
England for China with a cargo weighing 5,600,000 lbs. 
During the first part of the voyage, from Plymouth to 
Alexandria, the consumption of coal was 282,240 lbs., 
the distance being 3,380 miles. The consumption per 
mile was therefore only 83.5 lbs., and the consumption 
per ton of cargo per mile 0.028 lbs. In other words 
half an ounce of coal propelled one ton of cargo one 
mile. Assuming that paper is as efficient a fuel as 
coal, we have only to burn a letter on board this 
steamer to generate and utilize enough energy to trans. 
port one ton of freight one mile. It is difticult to real- 
ize that such a trifling act as burning a letter involves 
such a waste of useful energy, or can have any refer- 
ence to the energy sufficient to perform a feat which, 
under less favorable circumstances, requires a couple 
of horses and a teamster for about half an hour. 

The best locomotive performance in this country of 
which we can find any authentic record gives a 
consumption of about 2 ounces of coal per ton of 
freight hauled one mile at the rate of 13 miles an hour 
including stoppages. On lines having grades of from 
53 to 70 ft. per mile the consumption often rises to 5 
or more ounces of coal per ton of freight hauled one 
mile. 

The engines of the ** Burgos” are on what is termed 
the triple compound system, the steam being expanded 
in three cylinders in succession. The boiler pressure 
is 160 lbs. per squareinch. The average speed atsea in 
all weatheris very nearly 10 miles an hour. 





Manual for Train and Station Men.* 

Mr. Isaac H. McEwen, seeing (as do all other writers who 
touch the subject) the numerous and glaring imperfections 
in the codes of rules of most railroads, has given us here an 
interesting discussion of the more important features of such 
codes, and has compiled a set of precepts embracing a good 
many useful points which are often omitted in the getting 
up of the average time-table. 1t can hardly be said, we 
think, that he has covered all conceivable contingencies (as 
he bas aimed to do), nor that the language is in all cases 
clear and emphatic, as is claimed; but there are many valu- 
able ideas brought out, and they are accompanied by com- 
ments which give evidence of the author's practical experi- 
ence, and serve to place his code in strong contrast to the 
multitudes of existing ones which show on their faces that 
they are either complicated patchwork, or else mere second- 
hand make shifts. 

The “‘ rules for running trains” constitute the most im- 
portant part of the work (or at least these chapters seem to 
have engaged the author’s most careful attention); the rest, 
aside from the introductory chapters and that which refers 
to the code of signals being condensed into comparatively 
narrow limits. Aside from the train rules, so called, near] y 
the whole of the matter is included under the heads ‘‘ Con- 
ductors,” ‘‘Brakemen,” “Engineers,” ‘ Yard-masters,” 
‘Station Agents,” “‘Operators ” “‘ Track and Bridge Fore- 
men ;” and the instructions to these several classes are very 


* Train Orders, Rules and Signals: A Manual of Reference for 


Train Dispatchers, Road-masters, Conductors, etc. Buffalo, New 





York: The Railroad Herald, publisher. 
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briefly stated. For example,a page under the head of 
‘** Conductors ” reads as follows: 


‘*That immediately upon leaving a station he passes 
through the train and examines the tickets of all passengers 
who got on at that station, and punch in the appropriate 
place the tickets of all passengers who are going beyond the 
next stopping place, and punch and collect all tickets for 
passage to the next stopping place and before the arrival of 
the train at its terminus. Collect all the tickets on the 
train not destined to points beyond his terminus, and at 
theend of each trip forward all his tickets promptly to 
the Auditor. That he does not punch out any number 
or date. That he does not puncha ticket for any divis- 
ion except the one he may be on. That,’ assoon as pos- 
sible after leaving each station, he announces dis- 
tinctly in each coach the name of the next regular stopping 
place, and immediately preceding the arrival at such station 
that the brakeman step inside of each coach, closing the 
doors, and announce distinctly the name of the station 
twice. That in the event of any extra stop being made, due 
care is taken that passengers do not embark by mistake. 
That any passenger on the train for points at which his 
train does not stop, or for points on another line, are duly ad- 
Vised of the proper place to leave the train. That, finding 
ay person on his train holding a ticket, or tendering fare, 
to any intermediate point, at which the train does not 
stop, such person is properly ejected, unless, on being 
informed of the penalty, is willing to go to the next 
stopping place and pay the fare to same. That con- 
ductor does his work at stations as expeditiously as possi- 
ble, and promptly advise the Superintendent of any dila- 
tory action on the part of others. That he duly call the at- 
tention of car repairers, or advises the Superintendent of 
any damage done to cars in his trains. That be does not 
haul any car unsafe to run. That he carefully examines the 
running gear of cars in his trains. That he does not allow 
the journals of cars to be neglected, and become heated on 
the road. That during warm weather, whenever he has 
hogs in bis train that they are sufficiently watered. That 
the doors of freight cars, loaded with articles liable to be 
injured or stolen are always closed, locked, and sealed, and 
doors of empty cars closed, giving the matter attention at 
every point where the train stops. That no bonded car in 
his train is opened, or seal broken. That he takes no loaded 
cars without proper way bills, nor way bills without the 
proper cars.” 

And the station-agents’ instructions begin in this way: 

** Station Agents.—Station agents are responsible for the 
proper care of the buildings and property of the company 
assigned to their charge, that a supply of water is at band 
at all times for drinking, also for fire purposes, that every- 
thing about the station is neat and clean, that all employés 
bebave respectfully to passengers, that all employés under 
their direction render a faithful and efficient discharge of 
their duties, that all orders received are duly executed, that 
all supplies are economically used, that all lights are kept 
burning brightly, that the ticket offices and baggage rooms 
are duly opened, that tickets are not sold, or baggage 
checked, for any train to any point, at which the train 
does not stop, that tickets are not sold to passengers 
for a local train, until after any through train which 
may be due has gone, that the doors of all cars 
are closed and locked, that cars are not allowed to stand on 
the main track, norfon aside track, unless sufficiently braked 
and wheels blocked, and at proper distances from the main 
track, that when trains are due, everything is right for their 
safe passage, that as far as practicable for them to do so, see 
that all switches not in use, are set and locked for the main 
track, that every care is taken to prevent accident to pas- 
sengers getting on or off trains, that cases of over-shooting 
the station by passenger trains is reported to the Superin- 
tendent, that no dilatory action on their part occasions delay 
to trains, that care is taken in loading cars to avoid unneces- 
sary switching or transfer, that proper cars as to kind, route 
and condition, are obtained and promptly,” etc. 

These are good rules, and they would make valuable texts 
for a dozen or more sermons to the men for whom they are 
intended; but we fear that in their present form they would 
not have the desired effect unless they were accompanied by 
asermon orsome other form of elaboration. The fact is 
that many railroad managers try to act on two opposite 
principles at one and the same time; they try to speak in 
very brief terms, because they fear that thus only 
can they make their ideas clear; while on the other 
kand they attempt to cover the whole science and 
art of railroading in a printed circular (or book), which is 
a task impossible to accomplish without sacrificing the 
much-desired brevity. The things that are of the highest 
importance to an engine-runner or station-agent, those 
which, if neglected, would tend directly to risk of life or 
limb, should, indeed, be very forcibly expressed, and, as it 
were, burned into the man’s memory; but the thousand and 
one other things can be treated differently, and, we think, 
ought to be kept entirely separate from the former. Every 
road ought to have at least two grades of instruction books . 


one for the first-mentioned class of rules and another 
for the more numerous and less important matters. 
These could, of course, be separated in the same 


volume, but placing them in an independent book would 
impress their importance more powerfully. Neatness about 
a station is important, but not so much so as the keeping of 
the cash account straight; the latter, though very impor- 
tant, should be subordinate to the safety of trains; and these 
degrees, in thisand other departments, should be clearly 
shown. It may well be doubted whether railroad rules will 
ever be any better lived up to than they are at present, un- 
less the superior officers take hold of the matter personally 
and minutely with each individual employé; but if printed 
instruction books are to be relied upon, the plan on which 
they are made unquestionably ought to be very greatly 
modified. 

As we have said, the train-rules are the best part of the 
work, and the author discusses them with the insight that is 
born only of intimate, intelligent experience. Some of his 
rules are marked improvements on anything we remember 
having seen elsewhere; as, for instance, his form ofa tele- 
graphic order for running a slow train ahead of a fast one 
on the latter’s time; and the rule that “It shall be as- 
sumed that all time-table trains are carrying signal for fol- 
lowing sections until it is clearly ascertained that they are 
not,” stands out with a vividness strongly in contrast with 
the weak expressions often seen. Many so-called ‘* practi- 
cal” men regard this as mere quibbling about words, but it 
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is important, nevertheless. Why, a prominent newspaper 
gave as one of its chief reasons for advocating General But- 
ler for the Presidency of the United States “his crisp and 
epigrammatic way of saying things !” 

Although Mr. McEwen’s rules concerning train rights are 
based on correct principles, we think he makes tbe mistake 
of introducing too many of them. He burdens the con- 
ductors with many intricacies which ought to be attended 
to wholly by the dispatcher. If the conductors with whom 
he has worked are up to the level of these rules he has been 
more fortunate than most dispatchers. On most roads a 
considerable portion of the conductors and enginemen 
would be thrown into brain fever if Mr. McEwen’s rule No. 
37* were to be presented to their minds with a view of per- 
munently fixing it therein; and the dispatchers would 
look with anything but pleasure on the task of inculcating 
it. The same may be said of the other rules. 

Mr. McEwen disapproves of sending telegraphic orders to 
a train except at its regular stopping places, and a rule to 
this effect would doubtless work good in some respects; but 
we wish he had told us, from his experience, how closely it 
could be followed on a crowded line. Mention is made of 
the liability of an ordinary telegram from the dispatcher 
being raistaken by a conductor for a message modifying a 
train order, which suggests that it would be well to have 
dispatchers sign their own names instead of the superin- 
tendent’s and to have them sign nothing but train orders. 








The changes in New York-Chicago passenger rates during 
the week have been small; tickets are sold by brokers as low 
as $8, but the New York Central charges $10.50, we believe, 
at its own offices. Brokers have been cutting the $4.65 rate 
to Buffalo, which they can do by the use of through tickets, 
selling the Buffalo-Chicago part separately, but the West 
Shore resented this and sold plain tickets for $2.50— 
about half a cent a mile. With a dollar rate from 


Chicago to Kansas City, one can make the long 
jovrney cf 1,450 miles for nine or ten dollars. Mean- 
while the Pennsylvania maintains rates and saves 


its great local business. The only new movement that 
it has made during the conflict, so far, is to sell tickets via 
Baltimore and Washington, with the right to stop at these 
places, and at Philadelphia, and it does this because the 
unlimited rate between New York and Washington, plus 
the limited rate between Washington and Western cities, is 
not more than the through limited rate. 








The Cincinnatl Price Current has compiled statistics of 
the cattle, sheep and hogs in the principal Western corn 
growing states, based on the returns of assessors, which are 
chiefly interesting asindicating the supply of hogs to con 
sume the large cropof corn. It gives the total number in 
the seven states as 14,235,461, against 12,692,180 last year, 
an increase of 1,543,281, or 12 per cent. But the Depart- 
ment of Agriculture, Sept. 1, reported a large decrease in 
the numbers of hogs for fattening in nearly all these states. 
It is possible that the number for packing has decreased 
while the whole number bas increased, because an unusually 
large number may have been bred for packing next year. 

For cattle this report shows in the aggregate an increase 
of 278,708 (214 per cent.) to 11,534,223, which is a fairly 
large increase. The important changes are a decrease of 5 
per cent. in lowa and of 1214 per cent. in Missouri, and an 
increase of 16 per cent. in Kansas and 11%4 per cent. in 
Nebraska. The great gains are thus in the ranch states; 
the decrease may be in consequence of a reduction of the 
stock brought from the Western plains to be fattened on 
corn, but it is difficult to believe that there has been any 
decreasefas great as the 12!¢ per cent. reported for Missouri. 

Tke same report shows a decrease of 228,329 (2 per cent.) 
in the number of sheep in those states to 11,149,466. These 
are of very much less value than either the cattle or hogs, 
The decrease was chiefly in Illinois and Missouri. In Kan- 
sas there was an increase of 4!¢ per cent.; in Nebraska a 
decrease of 344 per cent., these being the ranch states, 
Nearly half of the whole number of sheep is in Ohio. Iowa 
leads in cattle, followed by Illinois, then Missouri, with 
Kansas close behind. 








The decrease in foreign immigration has been relatively: 
greater since June than it was before, the arrivals for four 
years, for the four months from July 1 to October 31, hav- 


ing been : 
1881. 1882. 1883. 1884. 
239,734 204,986 179,192 142,845 


The arrivals this year were 20 per cent. less than last year 
for the four months, while for the previous six months the 
decrease was but 1514 per cent. For the four months the de- 
crease from 1882 is 30 per cent. and from 1881 40 per cent. 

For the ten months ending with October the arrivals have 


been : 
1881. 1882. 1883. 1884. 
628,245 616,051 501,037 414,328 
Usually about 90 per cent. of the arrivals of the year are 
* “37, No train shall commence its trip at other than its proper 
starting point per time table without special orders from proper 
authority. Conductors, while runnivg any train, shall under no 
circumstances assume the rights of any other train, even should 
the latter train be one to which they may have been regularly 
appointed to run, without special orders from proper authority. 
except that trains receiving a special order to run in advance of 
time [and which while so running shall be considered as third- 
class trains], failing to keep in advance of time, may reassume 
their time-table time and rights without further orders; but it 
shall be distinctly understood that whenever any train running 
in advance of time receives a special order not to pass any sta- 
tion until any other train arrives, theyshali under no circum- 
stance leave that station until such train arrives, without further 
orders. But in such cases, whenever, while running in advance 
of time, there is due at any point a train inferior, per time table, 
to them, per time table, or whenever they are run by special 
order to avy station to meet such a train, if the latter fails to 
arrive betore the departing time, per time table, of the train 
running in advance of time, the latter may proceed on their 





time table rights, unless it is specially stated in their order, they 
shall not leave until such train arrives.’ 
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in these ten months, and we shall probably not receive more 
than 455,000 immigrants this year, which is 105,000 less 

‘than last year, 257,000 less than in 1882, 262,000 less than 
in 1881, and 131,000 less than in 1880. The decrease is very 
large, but, in the first place, it is from much the largest im- 
migration the country has received; and, again, it makes 
but comparatively little difference in the total increase of 
population. The natural increase by the excess of births 
over deaths must be about 1,100,000 this year, and thus the 
total increase will be about 1,550,000. The difference 
between this and 1,650,000 is not enough to be felt in the 
country at large, though it will be by some parts of it and 
certain interests. It isonly the difference between an increase 
of 28 and one of 30 in a town of 11,000 inhabitants. 





Chicago through and local shipments eastward of flo ur, 
grain and provisions for the week ending Nov. 15, by the 
incomplete report to the Board of Trade, have been, in tons» 
for four years : 

1881. 1882, 883. 1884. 
40,963 38,152 52,048 47,548 

Tbus the shipments were about 9 per cent. less than last 
year, but much more than in the other two years. Compared 
with last year there is a decrease of 9 per cent. in grain and 
22 per cent. in provisions, but an increase of 24 per cent. in 
fiour. For six successive weeks the total tons shipped and 
the percentage carried by each railroad have been : 

—_— —- Week ending.-—— 














Tons. Oct. 11. Oct. 18. Oct. 25. Nov.1. Nov. 8. Nov.15 
Flour ... .......- 9,403 7,612 7,585 6,943 7,839 9,465 
Grain... .. .... 56,235 22,370 23,870 31,370 31,119 27,811 
Provisions........ 10,002 6,795 7,610 8,824 8,262 10,272 
Total..... ..... 55,640 36,777 39,068 47,137 47,580 47,548 
Per cent. 
Cc. & Grand T.... 3.7 5.8 7.6 6.9 8.7 5.5 
Mich. Cen... -. Cs 17.9 20.7 23.1 22.6 27.4 
Lake Shore....... 26.0 24.2 17.1 14.3 20.2 17.4 
Nickel Plate...... 12.3 9.6 9.0 1.7 8.5 12.4 
Ft. Wayne..... . 12.8 18.6 14.0 13.4 9.1 11.4 
C..8.0..27:..... MS 11.0 14.0 13.4 8.4 7.7 
Balt. & Ohio...... 9 5.8 6.9 8.5 4.4 5.7 
Ch. & Atlantic... 10.5 7.1 10.7 12.7 18.1 12.5 

BOGE. ks scicene 100.0 100.0 100.0 100.0 100.0 100.0 


The shipments have scarcely varied at all in total amount 
for three weeks, during which there has been much cutting 
of rates; but last week, compared with the week before, there 
was a large decrease ia grain, balanced by increases in fl our 
and provisions. 

The percentages were more irregular than heretofore, the 
Grand Trunk, which was already much behind, but was 
gaining, falling back again, and the Michigan Central hav- 
ing increased its recent very large percentages. The two 
Pennsylvania roads carried but 19.1 per cent. of the whole; 
the three Vanderbilt roads 57.2 per cent, 








Lake rates are quoted lower, 2 cents to 214 per bushe] 
for wheat from Chicagoor Milwankee to Buffalo. Probably 
scarcely any shipments by sail are or will be made; the risks 
are great and the freight will hardly pay wages and insur- 
ance; but there is time for a trip or even a round trip if 
weather is favorable. The grain brought down, however, 
cannot reach tidewater by canal this year. 

Canal shipments to tide-water have virtually ceased. The 
canal will be closed Dec. 1 if not sooner closed by snow, and 
boats cannot get through by that time. There was little or 
no change in rates in November. 

Ocean rates seem to be well maintained, considering the 
small exports. Quotations for grain per bushel by steamer 
from New York last Tuesday were: To Glasgow, 6%d.: 
Bristol, 64d.; Havre, 13 cents; Antwerp, 7d.; Bremen, 80 
pfennigs (19.4 cents).; and on Wednesday to Liverpool, 6d. 








Record of New Railroad Construction. 


{uformation of the laying of track on new railroads is 
given in the present number of the Railroad Gazette as 
follows : 

Beech Creek, Clearfield d& Southwestern.—Extended from 
Peale, Pa., southwest to Phillipsburg, 15 miles, 

Burlington, Cedar Rapids & Northern,—The Dakota Kx- 
tension is extended north by west to Watertown, Dak., 68 
miles. 

Franklin & Megantic.—Completed from Strong, Me., 
northward to Kingfield, 18 miles. Gauge, 2 ft. 

Wisconsin Central.—This company’s new Minnesota, St. 
Croix & Wisconsin line is extended from New Richmond, 
Wis., west to the St. Croix River, 12 miles. 

This is a total of 113 miles of new railroad, making 
3,359 miles reported to date for the current year. The total 
track reported laid to the corresponding date for 13 years 
past is as follows : 


Miles. Miles. 
ee 3,359 | 1877.... 0000 045 
1883. a — NETS EPS: 2,102 
RR See _ . | =a 1,150 
RO rer 6, BARES ARE RRS eS 1,686 
DEE Lonidtks peectecseaes amt 5,342 | 1873 .......... ee 
_ DSR oe a RENEE: 5 com okie <ninacoernes 6,311 
RR Ee er 1 


These statements include main track only, no account 
being taken of second tracks or other additional tracks or 
sidings. 











The Elements of Railroading. 


Iti. STATIONS. 
(Copyright 1884, by the Railroad Gazette). 
It is plain, upon the slightest consideration, that there are 
_ many circumstances which may affect and even control the 
site chosen and the arrangements adupted for any station 
yet there are certain general principles which may be stated, 
according to which one would wish to build it if he could. 
Upon a new road ina new country, the choice of a site 
will not be difficult, although there, as everywhere, an 
ample space of land, nearly at grade, is the first desidera- 
tum; to this, many other good reasons for another location 








ought to yield. For instance, a limited area, somewhat too 
small for present, or at any rate for future needs, may be 
available nearer the business centre of the town; and per- 
sons interested in that property may be very anxious to 
have the station established in its neighborhood; yet it is 
certain that the interests of the railway and of the town, so 
far as its future is concerned, will be promoted by the selec- 
tion of the larger ground; for it is important to all parties 
that the station shall be large enough to allow all necessary 
facilities to be constructed upon a liberal scale. 

However grand our anticipations may be respecting the 
future of any town, it is more than probable that they will 
be short of what may be realized in the course of twenty or 
fifty years; so that no harm will result to the company if a 
large margin of room is secured for expansion. (Generally, 
such land can be bought, before the site of a station has been 
fixed upon, at the price of farming lands; and often, soon 
afterward, the prices for any additions to the station grounds 
are at the rate for town lots. It not seldom happens that the 
establishing in a town of one enterprising manufacturing 
company creates more business for the railway than its sta- 
tiou grounds can accommodate, which is not a flattering 
commentary upon the foresight of its constructors. 

The consideration of proximity to the business should have 
some force, yet not too much; for when the freight or the 
passengers are once mounted on wheels, a small additional 


— | distance to be traversed is of little moment. 


It is very desirable, when it can be done, to place the pas- 
senger buildings all on one side of the line, throughout its 
length ; it makes it simpler for the passengers who are un- 
familiar with the road to debark, in the night especially ; 
and it allowsof greater uniformity in the signaling arrange- 
ments. There are sometimes reasons for a departure from 
the general rule, but they should be important ones, such as 
the greater part of acity being on the other side of the 
track, although if the drive between the city and the station 
can be easily carried over or under the tracks, that ceases 
to be a good reason. 

It is preferable to have passenger stations on the south or 
west side of the tracks, so that the offices which fave the tracks 
will have an eastern or northern exposure ; for this will make 
the occupants of them more comfortable than if placed so as 
to receive the direct rays of the soutbern or western sun. It 
is a species of cruelty to require telegraph clerks or others to 
write all day in the glare of the sunlight ; the temperature 
of the rooms in summer is pleasanter, too, when facing 
north or east. ; 

The size of the offices is the first thing to be taken into ac- 
count; a mere cupboard is nota fit place to transact any 
business in, still less is it a suitable place in which to compel 
a person to pass the greater portion of the working hours. 
For one person a space of 12 by 12 ft. is the least that 
should be allowed; two persons can get along with less than 
twice this room; but when desks, chairs, ticket cases and so 
forth are allowed for, not with much less. It is better to 
allow for an increase of force at large places, rather than to 
have to alter and enlarge after; and it is of more import- 
ance to give room enough to the employés than to tke public, 
for the first must occupy their offices for longer periods than 
the passengers do the waiting-rooms, 

But the waiting-rooms should not be scrimped in size nor 
in comfort ; at large stations, such as important junctions, 
passengers find it convenient often to remain at the station 
between trains, particularly ladies and children ; the more 
attractive and convenient the rooms are, the oftener they 
will go over the road. A fire-place in each waiting-room 
adds not only to the cheerful appearance of the room, 
especially in spring or autumn when a little fire only is 
needed, but it insures ventilation in the easiest way, which 
is a valuable result, for all public rooms should have ventila- 
tion to be comfortable, although we have become accus- 
tomed from long habit to tolerate bad air. A few chairs, of 
a strong pattern, which can be moved about, should always 
be provided in the ladies’ room for the use of mothers with 
infants, or for persons who would like to sit in a group; it is 
not possible for more than three persons t» talk together 
upon a bench, and an infant cannot be suitably dandled or 
nursed” upon one. These are trivial matters, but they 
concern the rights and comforts of travelers. 

So does the matter of lighting the rooms. Nowhere are 
the waiting-rooms so well lighted, in the day time, as in the 
United States ; in part because we have the most cheerful 
sun, and in part because we have taken care to avail of it; 
but generally it is impossible to read a in them after dark ; 
not often because there are not lights enough, but that they 
are placed too high. 

It is often difficult for the passenger to see his money or 
ticket, while he is buying it at the window, with sufficient 
distinctness to enable him to correct a mistake, if one 
were made. 

There should be ample shelves outside of ticket offices and 
telegraph offices near the windows, upon which the travelers 
may open out their wallets or write their dispatches. The tele- 
graph office should have a projection on the track side, with 
windows commanding a view up and down the line; the hex- 
agonal form is not so good as the rectangular, for the vision is 
more distinct through a pane which is parallel to the eyes 
than through one which is oblique. 

There is more reason to fear that passenger buildings will 
be placed too near the track than too far away; there is too 
little room between the station door and the track, at almost 
every one in this country. This limited space is uncomfort- 
able upon almost all occasions; but when there is a crowd, as 
upon excursions or festivals, it, becomes really dangerous. Not 
less than 24 ft. in width of platform, in front of the building, 
should be allowed at country stations, and more in propor- 
tion should be given as the population of the place is larger. 





If drainage can be bad, or if it is not necessary, the station 
should be provided with a cellar, to contain fuel and a fur- 
nace or steam apparatus for heating the entire building. 
There is no other convenient or so neat mode of storing the 
fuel ; the risk of conflagration and the nuisance of dirt are 
both lessened by having ouly one fire to attend to, and that 
out of sight. . 





The matter of drainage will settle the question of water- 
closets also ; if that can be secured, they are the most con- 
venient of any form of privy, for water can be pumped by 
hand into a tank sufficient to provide for them, where other 
means do not exist. But water-closets must be kept warm 
enough not to freeze, Where drainage cannot be had» 
the dry earth closet will answer the purpose perfectly; 
it requires no skill nor unusual labor, only energy on 
the part of the agent to see that it is properly attended 
to. The horrible vaults which have so long disgraced 
our civilization should not be tolerated by a respectable 
railroad officer, even if the improved sanitary vigilance 
of the towns would permit their use. There has not 
been any invention yet, however, which will secure neat~ 
ness on the part of the public which uses the privies ; they 
must be watched,'and_ attended to when necessary, at once : 
if neglected, the Augean stables were nothing in comparison 
with what they will attain to; yet that does not excuse a 
public corporation, which fails to provide decently those con- 
veniences, which it professes to afford its patrons, 

The urinary vessels always give much odor unless the 
urine is discharged into cold water; if the water, which is 
generally discharged at the bottom of the vessel were al- 
lowed to fill it and to overflow at the top there would be no 
odor. Try this! In winter they must not be allowed to 
freeze, of course. 

A cheap means of providing more waiting room, at a sta- 
tion likely to be crowded, is to place benches outside, under 
shed roofs or overhanging eaves; they will be frequented in 
any tolerable weather by smokers and by many other per- 
sons who prefer fresh air. A well with a good pump in it 
and with a cup attached is a comfort at every station; ora 
drinking hydrant and even a fountain where water is abun- 
dant; either is much more attractive than 4 water cooler, 
apt to be not too well attended to. As to the surroundings, let 
them be neatly kept, at any rate. The addition of trees and 
grass with grayeled paths suggest themselves. Flowers are 
beautiful and attractive, but require more care and more 
expense, while they are of less consequence. The ash heap, 
s0 common at country stations, does not seem to be needed, 
and the ashes spread over muddy roads will serve some good 
purpose if distributed not too thickly. 

One side of the track having been selected for the pas 
senger side, all extra tracks, freight yards and so forth will 
fall naturally to the other side. The signaling arrangements 
which bave been provided for the single or double main 
track will not have to be disturbed, whatever changes the 
increase in freight business or yard room may occasion. 
If additional main tracks become necessary, as bas already 
occurred in the life of many other railroads, it will be a 
simpler problem to arrange for them, if carried along on 
one side of the existing tracks, than if on both; and it will 
not be necessary in any case to move the passenger build- 
ings. On roads already built, where a similar scheme has 
not been borne in mind during construction, oppor- 
tunities occur to carry it out gradually, if decided 
upon. New buildings are frequently required and al- 
terations are made in old ones, which can be brought 
into conformity with a general plan, if it exists, 
Much foresight and judgment are required in any 
scheme to avoid future changes, but this admits of 
keeping quite free of them on one side of the line. On 
general principles, it is advisable to place water tanks, and 
such other structures as will admit of it, at the outer limits 
of the premises. The most desirable location for the freight 
house is on the other side of the tracks from the passenger 
station, not quite opposite, for that interferes with the 
view from the windows of the station, and gives a contined 
air to the arrangements generally ; not too far away, for it 
is well to have it so near that one agent and one telegraph 
office can conveniently serve both the freight and the pas- 
senger station, at all but quite large towns. 


The freight house should be put, at first, where it is expect- 
ed permanently to remain, leaving space enough between it 
and the main track to admit of laying all the parallel tracks 
which can ever be wanted in the future. This will cust a 
little more to begin with, but will avoid the trouble and 
expense of moving the building at a future time, as also the 
suspension of business involved in such moving; and as the 
track-scales, stock-yards, platforms, cranes and other con- 
veniences are constructed along the track which accommo- 
dates the freight-house, to place this in its permanent place 
is to save future alterations in the position of these. Some 
managers are quite unwilling to incur the expense of track- 
scales and cranes or derricks at stations, even of considerable 
importance, but experience has shown that they are a profit- 
able investment. 

Freight houses are almost always too small ; built too small 
in the first place, they are reluctantly increased in sige, busi_ 
ness suffers in consequence; cars have to serve as warehouses 
and are detained when in very great demand, because there 
is no place in the freight house for their contents. 


Water Stations, to be good, or at all satisfactory, must 
be expensive; the etfort to build very cheap ones has proved 
this proposition, so that it is scarcely worth while to try the 
experiment again. A small reservoir with small pipes and 
supplied by a small pump cannot be relied upon to yield a 
large supply. To change these every little while, in order'to 
keep pace with the growing demands of the traffic, involves 
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the sacrifice of nearly the whole of each successive plant. It 
is better, therefore, to build, at first, a minimum number of 
water stations and to have them first-rate ones, than to 
construct a larger number of poor ones. This number hav- 
ing been fixed upon, and the desirable site of each station 
determined, the sourc*’s of supply which are available near 
each are to be examined. A sufficient quantity at 
all seasons of the yeur is the first necessity, and 
the next that it shall be as free as can be from 
the salts of lime, which form the scale in boilers. Run- 
ning streams are less likely to be of hard water than 
springs or wells, at least during the rainy season. A con- 
venient test of water for boiler use is to prepare a solution 
of white soap in rain water, or better in distilled water. A 
few spoonfuls of this stirred into a glass of the water to be 
tested, will produce coagulation of the lime and soap, accord- 
ing to the quantity of salts in the water ; and by treating a 
glass of each kind of water to be compared with the same 
measure of soap solution, a very marked difference will ap- 
pear in a short time, if it exists. Three or four spoonfuls 
of a solution of oxalate of ammonia in distilled water, 
poured into a glass of the water to be tested, will cause the 
salts of lime to be precipitated, and in the course of a few 
hours all will have settled on the bottom of the glass; by 
comparison of the quantity so precipitated from any two 
kinds of water, a very accurate knowledge can be had of 
their relative values for steam boiler use. 

It will doubtless be found that at some of the places 

selected at first, sufficiently pure water in ample quantity 
cannot be found, and some redistribution of places may be 
necessary. If a storage reservoir of sufficient size, 
not too far off, can be availed of to supply the stand-pipes, 
from which water is taken into the tender, by gravity, it 
will be best to use that as the direct source of supply to the 
stand-pipes ; but the heal of water above the rails should 
not be less than 25 ft.; any height above that, up to 300 ft., 
is all the better. With 25 ft. head, and a pipe of 8 or 10 in, 
in diameter betwean the reservoir and the stand-pipes, past 
the station buildings, the flow into the tender will not be too 
slow, and hydrants near the buildings will be available for 
sprinkling and usefal ia case of fire. Itis advisable to use 
stand-pipes (of not less than 7 in. opening) at first, upon a 
new road, even though it may be intended afterwards to 
use the Ramsbottom troughs, or ‘* jerk-water” system for 
filling the tenders while the train is in motion ; because the 
troughs cannot well be maintained except upon thoroughly 
settled level planes, with the track in perfect condition. 
If a natural elevation for the reservoir is not available, 
Burnbawm’s frost-proof tank, or its equivalent, upon posis is 
the next best means of storing a large quantity at a suffi- 
cient height. This may be filled by gravity or by pump- 
ing according to circumstances, remembering that one may 
go a long distance for a gravity supply rather than to have 
to pump by steam. Where there is a favorable exposure to 
the wind and not too large a demand to be supplied, wind- 
mills will pump very cheaply and satisfactorily. 


Generally, it has been expected of a small wind- 


mill that it should pump as much as a more cost. 
ly steam engine; whereas, a larger sum may be 
afforded for the wind-mill than for the steam 


pump, because it requires no fuel and less attendance ; 
wear and tear are also less. Where a quantity of more than 
25,000 gallons per day is needed, it is better probably to 
use a steam pump than a wind-mill. In all cases, itis ad_ 
visable to use larger pipes than have been generally em- 
ployed for pumping through; for the demand upon them is 
almost sure to increas2. A pump that proves too small can 
be easily moved to another place where it will be useful, and 
a substitute provided which will be satisfactory, without 
much loss; but itis a very expensive job to replace a long 
line of pipe. It is also in favor of the larger pipe that it 
takes less coal to pump a given quantity of water through it 
than through the smaller one. 

Wooden pipes bound with a spiral of hoop iron and coated 
with coal tar are least costly and have proved very satis- 
factory and durable in wet soils. In other soils, cast-iron 
pipes coated outside and inside with coal-tar preparations 
are certainly as good as any. 

It is as important and useful to have standard patterns 
and uniform arrangements in the water works of a railroad 
company as in any other department, and an experienc: d, 
intelligent superintendent of water works, who is penetrated 
by this conviction, will be of untold value to the company 
which he serves. CHARLES PAINE. 








Italian Railroad Practice. 





The following is a brief summary of the decisions arrived 
at by the second of the three Italian railroad commissions : 

Gauge.—Tbe Berne International Conference recom- 
mended that the international gauge should be changed 
from 4ft. 8.5in. to4 ft. 8.69in. This was objected to by 
the French and Italian delegates, because in k'rance many 
of the principal lines have a gauge of 4 ft. 9.08 in., and in 
Italy the gauge is fixed at 4 ft. 8.89 in., a mean between the 
French of 4 ft. 9.08 iv., and the German of 4 {t. 8.5in. The 
[talians will accept the gauge proposed at Berne as soon as it 
is adopted by the French government. 

Switch Signals are not to be considered as stopping sig- 
nals, their object being to enable the stationmen to see from 
a distance how the points stand and to show the engineman 
upon what line he is traveling. There was a long discussion 
as to the color to be adopted for these. A red ought to be 
used exclusively for stop signals, but nothing was decided. 
These signals are to be limited to the switches at the ends of 
stations and to those giving accesss to large groups of 
freight sidings. 

Highway Crossing-Gates Worked from a Distance.—A 
bell is to be fixed near each gate and rung before it is 
moved, Gates must be visible from the points at which 
they are worked, which must not be ata greater distance 
than 1,600 ft. Lights are not to be provided except in 
special places. One man is not to have more than two dis- 


tant gates under his charge in addition to his own gate, and 
the levers must be within 32 ft. of each other. The gates are 
to be placed parallel to the line at a distance of 6 fc. 6 in. 
from the nearestrail. There is to bea separate lever for 
each side of the line and the gates are to be constructed so 
that they cannot be opened and shut by passers by. They 
are to be weighted so as to close gradually in the event of 
the connection with the lever breaking. Their use is to be 
confined to unimportant roads and to single lines of railway 
upon which the traffic receipts are less than $11,000 per mile 
per annum. 

Three-throw Switches are not t» be used upon lines 
traversed by express trains excapt at stations where all 
trains stop. Double switches, by meansof which trains 
running in either direction upon either of two lines of way 
can either keep their own lise or be shunted on to the other, 
may be used in certain cases, butlimited to slow lines and 
sidings. 

Hand-cars may be attacked to trains by slip-couplings 
or lines having gradients steeper than 53 ft. per mile. It 
was objected that the attachment being necessarily above 
the centre of gravity of the hand-car, there is a tendency to 
turn it in a vertical plane round the front axle whenever 
this encounters the slightest resistance. On the other band 
the plan is most useful for drawing heavy loads up steep 
inclines, for when the workmen have to push the hand-cars 
themselves, they arrive at the place where they are going 
to work exbausted, and, which is worse, in a state of 
heat which exposes them to attacks of fever in unhealthy 
districts. 

Level Crossings.—The Commission decided (1st) that, in 
order to insure sufficient protection of highway level cross- 
ings at which it is important to limit the time of closing the 
gates as much as possible, they might be entered in the time- 
tables and treated like stations, and provided with disk 
signals and electric instruments to give notice when the 
trains are late: (2d) that at less important crossings it will 
be sufficient to provide telegraph communication with the 
nearest station; (8d) that on main roads crossing lines of 
heavy traffic, especially where the roads have steam trams 
on them, it is essential that bridges over or under the rail- 
way should be built, and, considering the interests involved, 
the cost may be divided between the railway and the public 
bodies which would benefit by the change. The cost of 
gatekeepers will, however, be saved, 

Ballasting.—Ever since the construction of railways was 
commenced it has been a disputed point whether the ballast 
should cover the sleepers or be laid level with their upper 
surface; the former system protects the timber from the 
direct rays of the sun, from sudden changes of temperature, 
from moisture, dryness, and frost, and gives excellent re- 
sults in preserving the sleepers from decay. These advan- 
tages are, however, denied by some engineers, who consider 
that covering the sleepers makes them decay more rapidly, 
and increases the first cost of the line and the difficulties of 
maintenance. The Commission came to the conclusion that, 
though uncovered sleepers may be preferable in northern 
climates, it is necessary in Italy to completely imbed them 
in the ballast. 

Strains in Roofs and Bridges.—The working strain 
allowed in bridges in Italy is 3.81 tons per square inch, pro- 
vided that the breaking-strain is not less than 20.32 tons, 
and the limit of elasticity 9.52 tons per square inch. Italy 
being entirely deyendent upon foreigners for supplies of 
iron, it is found more economical to use Belgian iron, which 
will stand thes tests, rather than stronger but more expen- 
sive material. For roofs the Commission fixed upon work- 
ing-strain, 5.08 tons ; breaking-strain, 22.86 tons per square 
inch, with 8 per cent. extension. Various methods have 
been suggested for limiting the weights lifted by cranes, 
among others Hohenegger’s apparatus, which indicates the 
weight which is being lifted, and automatically prevents the 
lifting of weight in excess of that which the crane is de- 
signed to carry. The Commission determined to conduct 
trials with this apparatus.—Abstracts of the Institution of 
Civil Engineers. 








TECHNICAL. 


Locomotive Building. 
The Pennsylvania Railroad shops at Altoona have recently 
received orders to build 10 new consolidation engines for 
the road. : 

During the year ending Sept. 30 last the Baltimore & 
Ohio shops at Mount Clare, Baltimore, besides repair work 
and rebuilding, turned out 40 new locomotives. Of these 8 
were passenger engines, with 19 by 24-in. cylinders and 
69-in. drivers ; 19 mogul freight engines, with 19 by 24 in. 
cylinders and six drivers, 60 in. diameter ; and 13 were 
consolidation engines, with 20 by 24-in. cylinders and eight 
50-in. drivers. 





Car Notes. 

At a meeting of the Northwestern Car & Manufacturing Co. 
at Stillwater. Minn., Nov. 14, Messrs. A. B. Stickney, R. F. 
Hersey and F. A. Fogg were appointed a committee to con- 
fer with eastern creditors, and, if possible, to arrange some 
basis of settlement which will allow of the discharge of Re- 
ceiver Brown and the resumption of work under new man- 
agement. 

Messrs. Robert G. Pace and Benjamin W. Rhodes, of Dan- 
ville, Va., have invented and patented a new stock car, with 
arrangements for supplying food and water to stock while 
in transit. It is recommended by a number of railroad men 
who have seen the design. 

An order for 25 sets of freight car brakes has been re- 
ceived by the Westinghouse Air Brake Co. from the Central 
Railroad of Guatemala, the first order ever received from 
that country. 

Bridge Notes. 
The Novelty Iron Bridge Works, is the name of a company 
recently organized at Dallas, Tex., for the purpose of build- 
ing iron bridges. 

The bridge-builders of the Delaware, Lackawanna & West- 
ern Railroad have just completed the work of raising the 
bridge over the Buffalo River 3 ft. The bridge is a double- 
track iron structure 275 ft. long, and the work has been 
going on since September. Each span could be raised but 
a few inches at a time, as the work had to be done without 
interrupting the passage of trains over the bridge. 

The contracts for the superstructure of the Kingsbury 
Run viaduct in Cleveland, O., have been awarded to the 
King Iron Bridge & Manufacturing Co., of Cleveland. 


tron Notes. 
Deer Lake Furnace, at Deer Lake, Mivh., has gone into blast 
again, the repairs having been completed. 

The Keystone Furnace Co., in Reading, Pa., bas blown 
out one of its furnaces for repairs, but has put another in 
blast. 

Mr. Aretas Blood is now Treasurer of the Nashua Steel 
& Iron Co. in place of M. A. Herrick, resigned. The works 
in Nashua, N. H., are making some very heavy steel shafts. 

The firm of Everson, Brown & Co., operating the Pennsy!- 
vania Iron Works, in Pittsburgh, bas been dissolved and 
the works pass under control of a new firm, Everson, Ham- 
mond & Orr, Limited, of which John Q. Everson is the sen- 
ior partner, 











The property of the Coatesville Iron Co. at Coatesville, 
Pa., will be sold by the assignee, Nov. 25. It includes the 
rolling mill and other buildings and 108 acres of land. 

The Cleveland Rolling Mill Co. on Nov. 17 started up all 
its works in Cleveland, O., except the wire rod mills. A 
full force is employed, numbering nearly 3,000 men. 

Tie Andover Iron Co. has put one of its furnaces in Phil- 
lipsburg, N. J., into blast. A full force is employed, but at 
reduced wages. 

The sale of the Novelty Iron Works in Cleveland, O , be- 
gan Nov. 18, and was to be continued by the trustee from 
day to day until all the property had been sold. 


Manufacturing and Business Notes. 
Bowler & Co., of the Cleveland (O0.) Frog & Crossing 
Works, bave begun to make steel frogs and crossings. They 
continue to make the wrought-iron filled frogs and crossings 
also. 

The Buffalo Jron Review says: ‘‘ Charles Kellogg, for- 
merly President of the Kellogg Bridge Works, of this city, 
has obtained letters patent for the manufacture of tubing 
drawn from steel ingots, seamless, and has already closed a 
contract with a New York syndicate for the delivery ef 50,- 
000 tons of 36, 40 and 48-in. pipe. The pipe is to be used 
for water, sewer and steam purposes in the city of New 
York and vicinity, and the syndicate reserves the right to 
duplicate the order at the same terms.” 

Ata recent meeting of the stockholders of the Diamond 
State Car Spring Co., Messrs. N. H. Davis, L. C. Gatz and 
Wm. F. Hirons were chosen directors. The company has 
been making repairs and extensive improvements in its 
works, in expectation of a coming press of business. 

The Detroit Steel & Spring Works find their business in- 
creasing so fast that they are about to put up a large addi- 
tion to the present shops. 


The Rail Market. 

Steel Rails.—The market is quiet, but with considerable 
demand for small lots, for which quotations are $28@$28.50 
per ton at mill. Concessions can be secured for large and 
desirable orders. 

Rail Fastenings.--The market continues very dull. Spikes 
are quoted at 2 cents per pound in Pittsburgh; track-bolts, 
2.25@2.50, and splice-bars, 1.65@1.75 cents per pound. 


Fast Time. 


The new express train between New York and Boston by 
the Air Line or Willimantic route makes the run over the 
New York & New England road, between Boston and Wil- 
limantic, 86 miles, in 2 hours 15 minutes, an average of 
383¢ miles an hour. This run is made without a stop, the 
engine taking water from track-tank near Putnam. 

The whole distance between Boston and New York, 214 
miles by this route, is run in 6 hours,.an average of 353¢ 
miles an hour, without allowance for stops. 


A Hydraulic Signal. 

Mr. F, W. Malcolm, engineer on the Little Miami road, has 
invented an automatic hydraulic signal. It consists of a 
pump and a signal standard, connected by means of iron 
piping about in. in diameter. The pump and pipe con- 
tain some non-freezing liquid, such as kerosene, alcohol or 
glycerine. The pump is so placed outside and beneath the 
rail that the tread of a wheel passing over a movable in- 
clined arm or lever forces down the plunger of the pump, 
which drives the liquid through a valve into an air chamber, 
compressing the air contained in it. This pressure is suffi- 
cient to force the liquid through the connecting pipe, against 
a lever at the base of the signal standard, thereby raising 
the signal arm at the top from its vertical position along the 
standard to a position at right angles to it. In the centre of 
the valve connecting the pump with the short pipe leading 
into the air chamber there is a small hole through which the 
liquid passes slowly back, gradually raising the plunger of 
the pump and releasing the pressure on the lever at the base 
of the standard, which allows the signal arm to drop back 
into its vertical position witbina few moments after the 
passage of the train. The rising piston of the pump raises 
the inclined arm or lever on the track to its former position 
until the passage of the next train forces it down again and 
repeats the operation. 


A Long Australian Tunnel. 

The longest tunnel in the southern hemisphere has been re- 
cently completed. It will conduct the waters of the Nepean 
and Cordeaux rivers in Australia to the Cataract River, at 
a point from which they will be led by a canal to Sydney 
to form the water supply. This tunnel, which is about 7 ft. 
in height by a little over 9 ft. wide, extends from the Nep- 
ean to the Cataract River, a distance of 44g miles. It is 
three years ago last July since the contractors began to 
drive the tunnel through the sandstone. 


Electric Gate Opener. 
An electric gate opener for highway crossings has been 
adopted by the French railroad companies. A catch con- 
nected with an electro-magnet keeps a gate closed. When 
a train approaches it closes the circuit, releases the catch, 
and the gate flies open. The last car on the train, as it 
passes through, opens the circuit, and the gate is again 
closed. The same device rings a bell violently on the 
approach of each train. 
Traing Grindstones. 

Michael A. Barber. of Norwich, Conn., has obtained a 
patent on, as he claims, a new method of truing grindstones, 
that will earn bim the benedictions of the youngest appren- 
tice, should the device come into general use. He places 
two grindstoues in one frame, one of the stones being so 
arranged that it can be traversed laterally across the face 
of its mate, and suitable means are provided for bringing 
the face of the stones together as they get worn. One 
grindstone is made to grind the other true. Weused grind- 
stones like this ourselves over 10 years ago.—Mechanical 
World. 

Distinguishing Night and Day in Time-Tables. 
An English journal says: ‘*The Midland Railway time- 
tables, by means of a thin vertical line running be- 
tween the hour and minute figures, easily and clearly 
distinguish the times of the trains from noon to mid- 
nigbt, in contradistinction to the other half of the 24 
hours. This is a peculiar—because copyright—and an 
agreeable feature of these time-tables. The origin of this 
‘thin line’ is worthy of notice. In 1862, Mr. Henry Burn 
(previously of the locomotive department of the Midland 
Railway), returned to England after superintending the 
construction and working of the Danube & Black Sea Rail- 
way. On bis way through Germany he was struck by the 
manner in which the time-tables of the Vaterland indicated 
the p. m. times. Each figure hada perpendicular dash run 
through the centre of it. Arriving home, Mr. Burn drew 
the attention of Mr. Needham, the Passenger Superintend- 
ent of the Midland, to this method, who thought there was 
‘something in it.’ Messrs. Bemrose, the company’s print- 
ers, were consulted. They pointed out the expense of carry- 
ing out the German idea, as it would necessitate a special 
set of types. Upon further consideration a modification 
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was adopted, and the thin line was placed between the hour 
and minute figures, as we now see it.” 

In the Official Railway Guide published in this country 
the hours from noon till midnight are distinguished by 
printing the numbers in a full-faced type thus: 7:15 p. m. 
In the excellent railway guide compiled by the Post-Office 
Department of the German Empire the vertical rules are 
turned, so as to make a heavy black line, alongside the fig- 
ures to make the distinction. 


Railroads in the Argentine Republic. 


The Transandine Railway was completed, as has been al- 
ready announced, as far as Mendoza on May 25 last, and by 
the end of the year it will probabiy have reached San Juan, 
which commands one of the principal passes of the Cor- 
dilleras. The Western Argentine line will then be com- 
pleted. The Northern line is also very advanced, and will 
shortly reach Salta, close to the Bolivian frontier. The 
roads of secondary importance are also being vigorously 
pushed forward, and Buenos Ayres has been connected on 
the one hand with Santa Fe and on the other with the 
Northern Railway. The railroad works now in progress in 
the Argentine Republic are, it is said, occupying more than 
10,000 men. 


Protecting River Banks from Caving. 


At Memphis, Tenn., on the Mississippi River, a caving 
bank rises straight up from the water’s edge from 10 to 50 
ft. atits base. There isan incessant lapping and chafing 
by which it is slowly worn away and undermined, and, as 
a consequence, it breaks down piece by piece and is dis- 
solved and carried away by the river. To check this steady 
but slow disintegration is the problem which United States 
engineers are trying to solve satisfactorily. The idea of a 
blanket placed along the slope of the bank from high water 
mark to the bed of the river naturally suggested itself, and 
the present device, a willow and pole mattress, represents 
the blanket theory. ‘The woven webs are some 50 ft. wide 
and from 200 to 1,000 ft. in length, with flexible willows 
worked in for woof, and poles and wire for warp. These 
are made on boats having a length equal to the width of 
the mattress, and as the mattresses are completed they slide 
away into the water. The sunken mattresses, it is said, 
prevent undermining below the low-water line, and the 
grading down of the over-hanging bank stops the under- 
mining above that line. The space between the upper edge 
of the mattresses and thetopof the bank is protected 
with willows and stone. All this mattress-grading and 
stone-covering is embraced in the term revetment. 


The Metric System. 


Mr. Coleman Sellers bas written a long letter from Ger- 
many, where he has been traveling, to the Philadelphia 
Ledger on the metric system. Referring to an article 
recently published, which says that the people using the 
metric system are vastly more numerous than those not 
using it, Mr. Sellers says that in Norway, Sweden aud 
Denmark, the governments have adopted the system, and 
have appointed «u date a few years in the future when 
its use will be obligatory, but as yet it is not in general 
use, except among the employés of the government or 
in the government depots. The people at large know 
little or nothing about the subject, and small progress 
bas been made toward preparing them for the change. 
The opinion of German Engineers, he thinks, is expressed 
by tbe answer of one in Berlin: ‘* We use it because we 
have to, and it is better to have some uniform system 
than the many measurements that formerly prevailed in the 
German states. The unit of the machine shop is the milli- 
metre in everything except bolts, nuts and screws. All 
bolts and nuts are made to the English inch, because we use 
the Whitworth system. We do not like the metric system 
because it has too small a unit, and the metre is too large 
and involves the use of decimals.” 

Mr. Sellers says: ‘‘ The standard of the French system is 
a certain bar, kept for comparison; so is the English vard, 
from which we get our feet and inches. The high-flown 
noticn that the metre isa measurable portion of the quad- 
rant of the earth’s circumference has beer given up long 
ago, and the measurements of England and America are on 
a better basis of accuracy to-day than those of any other 
country. The French system theoretically predicates its 
weigbts on tbe weight of a cubic decimetre of distilled water 
atatemperature of 39.1 deg. Fahr., the weight of which is 
called the kilogramme, and is two and two-tenths of our 
pound; but really the standard unit of weight is the platinum 
kilogramme weight deposited in Paris. 

‘* If a bar of ordinary forged iron be planed up to measure 
1 in. square, and the bar be one English yard long, it will 
weigh 10 pounds, and the tenth of such a bar will weigh 
one pound more accurately than will the ordinary litre of 
water weigh one kilo. The English engineer in these days of 
iron knows when he uses shapes of iron rolled of uniform 
section that the tenth of their weight in pounds per yard 
gives him the area of the section, and this one admirable in- 
cident will long fix the desirability of the present unit of 
England and America. 

** When we consider the interest involved, it will be seen 
that the population now making practical use of the English 
standard is greatly in excess of that using, by force, the 
French system. Millions of those numbered among the peo- 
ple who use the French system have no occasion to 
use any or know any system whatever except in the crudest 
form. 

‘*England has lately made legal the admirable standard 
manufactured by Sir Joseph Whitworth, and the chance of 
her adopting the metric system is not in the most remote 
degree pussible.” 








THE SCRAP HEAP. 


A Singular Accident. 


A dispatch from Lancaster, Pa., Nov. 17, says: ‘*A man 
named Carr met with a terrible death this morning. He 
was on the mail train west on the Peunsylvania Railroad, 
occupying a seat in the smoking car, when, just as the train 
was about entering the Pequea bridge, he leaned far out of 
the window to salute a friend. As hedid so bis head was 
jammed between the car and a pillar of the bridge, dragging 
him through the window and hurling him to the track, 
where, as soon as the train could be stopped, he was picked 
up in a dying condition, with his head crushed and other 
horrible injuries.” 


A Strange Accident. 

Locomotive Engineer Michael Kiley, on the Delaware, 
Lackawanna & Western road, met with a strange and fatal 
_ accident recently at Savona, N. Y. When the train stopped 

he went out on the engine to fix the injeetor valve, which 
he accidentally hit with his wrench. The escaping steam 
— him and threw him tothe ground. He died the next 
night. 

A Beery Accident. 


It is nothing new or strange for a man—even a railroad 
man—to be thrown off his balance by beer, but the first in- 
stance that w®é can recall of such a mishap to a railroad train 
occurred the other day on the Newark Branch of the Erie 
road. A passenger train on that line struck a brewer's 





wagon at a road crossing near Avondale, N. J., and while 
the wagon, which was nearly off the road, escaped with 
slight damage, one of tie beer kegs rolled back on the track 
between the tender trucks and threw the tender off the rails. 
Considerable delay was caused to the train, and the beer 
was totally lost. 


A Railroad Night School. 


A free night school for the benefit of the men of the sbops- 
and other employés of the Pennsylvania & New York Rail- 
road has been established at Sayre, Pa. The meetings are 
held in the long room of the engineer’s offices over the depot. 
The young men will be instructed in mechanical engiueering 
and drawing by R. S. Myers, a graduate of the Lehigh Uni- 
versity. The other parts of an ordinary education will be 
undertaken by the Rev. W. B. Morrow, John Whittle, Assist- 
ant General Freight Agent; J. S. Hamilton, agent of the 
Lehigh Valley Coal Co., and Percy Sinclair, clerk in the gen- 
eral office, who will teach correspondence and simple book- 
keeping. 


A Solid Crew, 


The Air Line express train on the New York & New Eng- 
land road hasa solidcrew. Five in number—conductor, 
engineer, fireman, baggageman and brakeman—they “e the 
scales at 1,050 lbs., which allows them 210 lbs each. They 
are picked men, and are said to be as solid mentally as they 
are physically. 


Scientific Ballast. 


Some years ago a most interesting find of fossils was made 
at the Portland stone quarries. They were of high scientific 
value, and it was decided to send them to Yale College for 
preservation and study. They were accordingly loaded upon 
a flat car at Middletown and sent on their way, a carload of 
them. It was at that time that the fine stone bridge of the 
Consolidated road was being built across the Farmington 
River, at Windsor. After the arch of the bridge was set, 
the space was filled in on top with quantities of broken trap 
rock from the companies’ quarries at Meriden. This broken 
stone at just this time was being drawn to Windsor by the 
cars for this purpose. The conductor of one train discovered 
the carload of fossils side-tracked at Berlin, and felt sure 
that it was a lot of ballast for the Windsor bridge which bad 
been accidentally left behind. With commendable zeal he 
fastened to it at once and drew it on to the bridge. There 
the rare fossils were dumped with the other stones, and there 
to-day they lie in the solid flooring of the massive bridge.— 
Hartford (Conn.), Courant. 








@Oeneral Railroad Bene. . 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings of the stockholders of railroad companies will be 
held as follows: 

Eastern, annual meeting, in Boston, Dec. 10. The register 
of certificate-holders entitled to vote will be open for cor- 
rection until Dec. 3. 

Georgia Pacific, annual meeting, at the office in Birming- 
ham, Ala., Nov. 26. 

New Orleans & Northeastern, annual meeting, at the 
office in New Orleans, Dec. 1. 

New York, Lake Erie & Western, annual meeting, at the 
office in New York, Nov. 25 





25. 

New York & New England, annual meeting, at the office 
in Boston, Dec. 9. 

Old Colony, annual meeting, at the United States Hotel 
in Boston, Nov. 25. 

Philadelphia & Reading, annual meeting, at the office in 
— Jan. 12, 1885. The registry of stock closed 

ct. . 

Richmond & Petersburg, annual meeting, at the office in 
Richmond, Va., Nov. 25, at noon. 


Dividends. 

Dividends on the capital stocks of railroad companies have 
been declared as foliows : 

Delaware & Bound Brook (leased to Philadelphia & Read- 
ing), 2 per cent., quarterly, payable Nov. 18. 
. — Falis & Sioux City, 134 per cent., quarterly, paya- 

le Dee. 1. 

North Pennsylvania (leased to Philadelphia & Reading), 
2 per cent., quarterly, payable Nov. 25, to stockholders of 
record on Nov. 12. 


Railroad and Technical Conventions. 
Meetings and conventions of railroad associations and tech- 
nical societies will be held as follows: 

The Master Car-Builders’ Clud will hold regular meetings 
at its rooms, No. 113 Liberty street, New York, on the even- 
ing of the third Thursday i.. each month. The next regular 
meeting will be on Thursday, Dec. 18. 

The New England Railroad Club will hold its regular 
meetings at its rooms in the Boston & Albany station in 
Boston, on the evening of the third Wednesday in each 
month. The next meeting will be held Wednesday, Dec. 17. 

The Western Railway Club will bold regular meetings at 
its rooms, No. 103 Adams street, Chicago, on the third 
Wednesday in each month. The next meeting will be held 
Wednesday, Dec. 17. 


Western Association of General Passenger and 
Ticket Agents. 

A called meeting of this Association was held in Omaha, 

Neb., Nov. 12. The principle subject under discussion was 

the rates to be made to the New Orleans Exhibition and 

the kind of tickets to be issued. 


American Train Dispatchers’ Association. 


Mr. Isaac H. McEwen, Secretary of this Association, re- 
quests us to announce that requests have been received from 
several superintendents and chief dispatchers, asking for 
train dispatchers. This leads the officers to think that the 
Association may be of service in this direction, which is en- 
tirely in accordance with its objects, one of which is the 
betterment of the service. Mr. McEwen’s address is at 
Buffalo, N. Y. 

The Association has now about 500 members, or nearly 
one-half of the working force of train dispatchers in the 
country. 


Railway Freight Agents’ Association of Canada. 
A meeting of this association was held in Montreal, Nov. 
12. During the session the following questions were dis- 
cussed : What are the proper regulations under which stoves 
carried at owners’ risk, and broken in transit, should be re- 
turned for repair. Charges for live stock, implements, etc., 
going to various agricultural fairs for exhibition ; also, ex- 
tent to which passes should be given to persons in charge of 
same ; and what arrangements should be made for the car- 
riage of live stock, implements, or other property going 
from one place to another, not returning direct from first 
point of exhibition to point of shipment. Necessity for cer- 
tified declaration of weights and contents of freight in car- 
loads loaded by shippers, over which railway companies’ 
agents cannot exercise very strict supervision. Rates 


cbarged by express companies in proportion to regular tar- 
iff freight rates. Live stock carried in long and short cars. 
Passes issued to men in charge of live stock and perishable 
goods. Transportation of circuses. Classification of trans- 
portation of logs and square timber. 

American Society of Civil Engineers. 


At the meeting of Oct. 15,a paper by Mr. J. Albert Mon- 
roe, on the ‘‘ Re-enforcement of a River Embankment with 
Condemned Canal Bouts,” was read. The location was at 
Kerr’s Point, on the Hudson River, on the line of the New 
York, West Shore & Buffalo Railway, where the shore was 
a precipitous bluff about 120 ft. above the water. A nar- 
row shelf was excavated and the loose rock thrown into the 
river, where it was beld by a somewhat stiff mud. In mak- 
ing the road-bed wide enough for a double track earth and 
gravei were used. After standing for some time, a fine 
crack appeared between the gravel and the rock filling, 
which gradually increased in width to about 2 in., when 
the gravel portion of the embankment slid off and disap- 
peared. There was about 6 ft. depth of water where the 
bank had been, which, with some increase, extended into 
the river about 75 ft., where it shoaled, owing to the rise 
of the material displaced by the slide. A number of con- 
demned canal boats were placed with the bows to the 
shore and as near to the bank as possible. They were placed 
about 20 ft. apart between centres, giving spaces between 
their sides of about 8 ft. The filling was made carefully into 
and between the boats at the same time. The sterns being 
lower than the bows, the material ran gradually to the 
sterns, and when about half full, the filling suddenly shifted 
from bow to stern during a high tide. This forced the boats 
sternwards until they rested against the ridge caused by the 
previous displacement. They were at about the natural 
angle of wet sand and gravel sl pe. The filling was then 
continued, and the roadway bas been permanent. The 
author considers it particularly important that the filling 
inside, under and around the boats, should be of substantially 
the same specific gravity. He instances a case where, under 
generally similar circumstances, stone filling was, against 
the advice of an engineer, placed in the bows of the boats, 
forcing them down, and resulting in their sliding out and 
being of no use. 

There was discussion on Mr. Hering’s paper on ‘ Flow of 
Water through a 48-in. Pipe,” anda paper by Mr. D. Fitz- 
Geral on “‘ Spongilla in Main Pipes” was read. 

At the meeting of Nov. 5amenments to the constitution 
and by-laws were proposed. A paper on “ Commercial 
Cities; the Law of their Birth and Growth,” by Mr. Alfred 
F. Sears, was read. 








ELECTIONS AND APPOINTMENTS. 


American Society of Civil Engineers.—At the regular 
monthly meeting, Nov. 5, the following were elected : 
Members, Frederick Hixon Baldwin, Tarrytown, N. Y.: 
Thomas Lafon (late junior member). Retalbulen, Guatemala; 
Charles A. Scott, Halifax, N. 5. Junior, Julius Wm. 
Schaub, Toronto, Ontario. 


Attica, Lockport d& Lake Ontario.—At the annual meet- 
ing in Lockport, N. Y., Nov. 19, the following directors were 
chosen : 

R. 8S. Stevens, J. V. D. Loomis, James Jackson, Jr., E. 8. 
Bowen, W. T. Ransom, Jesse Petersom, C. L. Atterbury, 
John Hodge, B. W. Spencer, Charles Whittmore, C. G. Bar- 
ber, 8S. Park Baker, and George P. Blanchard. 


Baltimore & Ohio.—At the annual meeting in Baltimore, 
Nov. 17, the following directors were chosen: Wm. F. 
Burns, John Spear Nicholas, Jobn Gregg, Wm. W. Taylor, 
James Carey Coale, G. A. Von Lingen, Decatur H. Miller, 
Joshua W. Harvey, George W. Dol bin. Henry C. Smith, 
Aubrey Pearre, T. Harrison Garrett. The only new direc- 
tor is Mr. Garrett, who takes the place of his brother, Rob- 
ert Garrett. Tbe latter retires from the board with the 
understanding that he is to be chosen President, that officer 
being cnosen by the directors from outside their own num- 
ber. 


Bell’s Gap.—Mr. W. D. Holliday has resigned his position 
as Auditor and General Freight Agent of this road, as noted 
elsewhere. He will be succeeded by Mr. Ed. Steck. 


Boston & Maine.—The board has elected Joseph 8. Rick- 
er, of Portland, Me., a director in place of Samuel E. 
Spring, deceased. 


Camden, Gloucester & Mt. Ephraim.—Mr. George De B. 
Keim has been chosen President in place of James P. Mich- 
ellon, resigned. The road is now controlled by the Reading. 


Canada, La Crosse & Southwestern.—At the annual 
meeting of this company beld in La Crosse, Wis.. Nov. 11, 
the following directors were elected: W. T. Price, C. F. 
Ainsworth, Black River Falls, Wis.: J. L. Gates, Neillsville, 
Wis.; F. A. Rosiere. Charles City, Ia.; L. W. Reynolds, 
Boone, Ia.; G. C. Hixon, G. R. Montague, A. Hirsheimer, 
George F. Gund, Joseph Clarke and J. S. Medary, La 
Crosse. After the meeting adjourned, the new board of 
directors elected the following officers: W. T. Price, Presi- 
dent; G. R. Montague, Vice-President; R. Calvert, Secre- 
tary, S. S. Burton, Treasurer. 


Central lowa.—The new board of this company has 
chosen Elijah Smith President, and Mr. Smith and Messrs. 
Sage, Parker, Chase and Huidekooper as Executive Com- 
mittee. 


Chicago, Burlington & Quincy.—General Manager T. J. 
Potter has issued the following circular: ‘“*Mr. William 
Irving, General Purchasing Agent, having been granted 
leave of absence, Mr. George W. Stevens has been appointed 
Acting General Purchasing Agent. This appointment to 
take effect this date and to continue until further notice.” 

Mr. C. R. Meeker has been appointed Train-master at 
Chicago in place of J. M. Rodman, resigned. Mr. W. B. 
Troop succeeds Mr. Meeker as Road-master at Aurora. 


Columbus, Hocking Valley & Toledo.—Mr. W. M. Greene 
(son of President M. M. Greene) has been appointed Second 
Vice-President of this company. 


East Tennessee, Virginia d& Georgia.—At the annual 
meeting in Knoxville, Tenn., Nov. 13, the following direct- 
ors were chosen: R. H. Richards, Macon, Ga.; J. W. Bar- 
tow, Rome, Ga.; Henry Fink, C. M. McGree, P. 8. Peters, 
E. J. Sanford, Knoxville, Tenn.; E. W. Cole, Chattanooga, 
Tenn.; Calvin S. Brice, Lima, O.; E. H. R. Lyman, John T. 
Martin, J. A. Robinson, George IL. Seney, George R. Shel- 
ton, Samuel Shethar, Samuel Thomas, New York. The new 
directors are Messrs. Bartow, Peters, Robinson and Shelton, 
who replace George F. Baker, H. C. Fahnestock, J. M, John- 
son and George F. Scott. 


International, of Maine.—At the annual 5 * of the 
stockholders of this company, beld in Bangor, Me., Nov. 13, 
the following directors were chosen: J. H. Pope, Ottawa, 
Can.: W. D. Ives, F. 8. Moore, D. E McFee, Sherbrooke, 
Que. ; E. R. Burpee, Frank A. Wilson, Bangor. The follow- 
ing ofticers were elected: J. H, Pope, President; Noah 





Woods, Vice-President; J. F. Rawson, retary, 





Se 
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Knocville & Ohio.—At the annual meeting last week this 
company (which is controlled by the East Tennessee, Vir- 
ginia & Georgia Co.) elected the following directors: C. 8. 
Brice, E. H. R. Lyman, C. M.. McGhee, John L. Moses, 
George I. Seney, Samuel Shethar, Samuel Thomas. 


Lake Shore & Michigan Southern.—Mr. William Bedell 
has been appointed, Pacific Coast Agent of this company at 
San Francisco. He was formerly the agent of the Micbigan 
Central also. 


Louisville, New Albany & Chicago.—Mr. John L. Whelan, 
recent Travelling Passenger Agent of the St. Paul, Miune- 
apolis & Manitoba road at Pittsburgh, has resigned that 
position to accept the tion of District Passenger Agent 
of this road, with headquarters at Louisville. 


Michigen Central.—Mr. Amos Burr has been appointed 
Pacific Coast Agent of this company at San Francisco. 


Monadnock.—This company (whose road is leased to the 
Cheshire Railroad Co.) has elected H. K. French President; 
J. W. Cutler, Clerk and Treasurer. 


Naugatuck.—At the annual meeting in Bridgeport, Conn., 
Nov. 19, the following directors were chosen: F. J. Kings- 
bury, G. W. Beach, Waterbury, Conn.; J. D. Wetmore, 
Winsted, Cono.; R. M. Bassett, Derby, Conn.; J. H. 
Bronson, J. D. Robertson, New Haven, Conn.; W. D. 
Bishop, Russell Tomlinson, Bridgeport, Conn.; A. L. Dennis, 
Newark, N. J. The board re-elected W. D. Bishop Pres- 
ident; Horace Nichols, Secretary and Treasurer; George W. 
Beach, Superintendent. 


New York, Lake Erie & Western.—Mr. George W. Car- 
hart retires on Dec. 1 from bis gortiice as Foreign Freight 
Agent in New York. Mr. F. N. McClure, bis chief clerk, 
will become Export Agent, and Messrs. C. W. Sheldon & 
Co, the import agents. Messrs. W. Wingate & Johnson will 
take the place of W. H. Schott the European Freight Agent, 
at the same time, and the Fitchburg Railroad will handle 
the Roston business, which has hitherto been in the hands of 
Clarence A. Blanchard. 


Philadelphia, Germantown & Norristown.—At the an- 
nual meeting in Philadelphia last week the follow- 
ing managers (one-third of the board) were chosen for 
three years: Edward N. Benson, George H. Colket, George 
W. Longaker, W. S. Wilson. The road is leased to the 
Philadelphia & Reading. 


Port Rowan & Lake Shore.—Ata meeting of the board 
held in Port Dover, Ont., Nov. 8, Col. Wm. Collier, for- 
merly of New Jersey, was re-elected President. Mr. W. E. 
Soare is Chief Engineer. 


Savannah, Florida & Western and Charleston & Sa- 
vannah.—The following circular from General Manager H. 
S. Haines is dated Savannah, Ga., Nov. 13: 

‘1. From Dec. 1 in traffic matters between transporta- 
tion lines, members of the system, and between these com- 
panies and their connections, the General Manager will be 
assisted by an official to be known as the Traffic Manager. 

“2, Mr. D. Owens is hereby appointed Traffic 
Manager, with headquarters at Savannab.” 

Mr. Owens has been for some years past General Agent of 
these roads, with office in New York. 


Union Ferry Co.—At a meeting of the stockholders at 
the Brooklyn office Nov. 18 the following directors were 
elected: Henry E. Pierrepont, Nathan B. Morse, Charles E. 
Bill, Abiel A. Low, Horace B. Claflin, Samuel McLean, 
James 8. T. Stranahan, Simeon B. Chittenden, James How, 
Walter N. Degrauw, Bryan H. Smith, Ripley Ropes, Peter 
C. Cornell, William A. Perry, Benjamiu D. Silliman. The 
company owns most of the ferries between New York and 
Brooklyn. 


Union Pacific.—The following orders have been issued 
by General Superintendent 8. T. Smith : 

“Mr. E. Dickinson is hereby appointed Assistant General 
Superintendent, with headquarters at Denver, Col., and will 
have general supervision of the Colorado, Wyoming & Idabo 
divisions, and all the company’s lines west of Cheyenne, 
Wyoming. He will report to the General Superintendent 
and perform such other duties as may be assigned to bim 
from time to time. Superintendents of the divisions named 
will transmit reports and daily routine business to the Gen- 
eral Superintendent, through the office of the Assistant 
General Superintendent at Denver. 

‘“*Mr. O, H. Dorrance is appointed Superintendent of the 
Nebraska Division and branch lines, with office at Omaba, 
Neb., vice Mr. J. P. Nichols, assigned to other duties. To 
take effect Nov. 10, 1884.” 

“Mr. E. Lane, heretofore Superintendent of Bridges and 
Buildings, is appointed Resident Engineer, with jurisdiction 
over all lines of road operated by thiscompany, headquarters 
at Omaha, Neb. The Resident Engineer will have general 
supervision of the Maintenance of Way Department, which 
includes tracks, bridges, buildings and other structures, right 
of way and real estate, acquired or assigned for the opera- 
tion of the company’s lines of railway. He will report to 
the General Superintendent, and perform such other duties 
as may be assigned him. Division and other engineers 
employed in or assigned to duty with the Operating Depart 
ment will at once report by letter to the Resident Engineer 
for instructions. 

‘** Superintendents will have immediate supervision of re- 
pairs and renewals of way andstructures, real and personal 
property, and of all employés assigned to or within the 
limits of their resvective divisions, but will consult with the 
Resident Engineer in matters appertaining to his duties and 
see that all orders are enforced, and that work is executed 
in strict accordance with the approved standard plans and 
specifications. Division statements, reports and routine 
business concerning maintenance of way will be trans- 
mitted through and orders will be promulgated by superin- 
tendents of divisions.” 

Mr. Howard Hinckley has been appointed Assistant to the 
President, with office at Boston. 


Wabash, St. Louis & Pacific._—Mr. C. E. Cain has been 
appointed General Road-master of the Middle Division of 
this road, with headquarters at Decatur, [Il. 








PERSONAL. 


—General Manager D. B. Robinson, of the Mexican Cen- 
poe — spend the winter in Vermont for the benefit of his 
ealth. 


—Mr. George W. Carhart has resigned his position as 
Foreign Freight Agent of the New York, Lake Erie & W est- 
ern road in New York. 


—Mr. J. W. Finfrock has resigned his position as Train- 
master of the Cincinnati, Hamilton & Dayton road, on ac- 
count of ill health. 





—Col.S. H. Caurch, Superintendent of T ransportation of 
the Pittsburgh, Cincinnati & St. Louis road, was married 
_ 19, in Columbus, O., to Miss Margar et Joyce, of that 
city. 


[NOVEMBER 21, 1884 








—Mr. George Read, Chief Clerk to the Auditor of the 
Missouri Pacific Co., having been appointed Traveling 
ane his friends recently presented him with a valuable 
silver set. 


—Mr. John A. Grant has tendered his resignation as Chief 
Engineer of the Louisville, New Orleans and Texas road, to 
take effect Dec. 1. The construction work is now pretty 
well finished. 


— Mr. J. M. Rodman has resigned his position as Train- 
master of the Chicago, Burlington & Quincy road at 
Chicago, and has removed to De Kalb, Ill., where he will 
engage in business. 


—Hon. Joseph E. Brown, President of the Western & 
Atlantic Reilroad Co. and also of the Southern Railway & 
Steamship Association, has been elected United States 
Senator from Georgia for a second term. Only two votes 
were cast against him in the Legislature. 


—Mr. Charles Neilson, Superintendent of the Buffalo and 
Rochester divisions of the New York, Lake Erie & Western 
road, has resigned that office to accept the position of Vice- 
President of the Laflin & Rand Powder Co. Mr. Neilson 
has been on the Erie for a number of vears. 


—Mr. W. W. Holliday, for eight years past Auditor and 
General Agent of the Bell’s Cap Railroad, ov resigned that 
position, and will engage in the manufacture of fire-brick 
at Sandy Ridge, in Clearfield Co., Pa. Mr. Holliday has 
been connected with the road since its completion. 


—Mr. J. A. Vargas, Traveling Agent of the Lake Shore & 
Micbigan Southern, as well as other roads in connection 
with the Mexican Central, has received the appointment of 
Mexican Consul at Chicago. To accept the position Mr. 
Vargas, a Cuban by birth, had to become a naturalized 
Mexican. 


—Mr. F. E. Rittman has resigned his position as Assistant 
Treasurer of the New York, Lake Erie & Western Co., at 
Cleveland, and will go into other business. Mr. Rittman 
was connected with the New York, Pennsylvania & Ohio 
for a number of years, and was continued in his position 
when the Erie Company leased the road. 


—Mr. W. B. Doddridge has resigned his position as Super- 
intendent of the [Idaho Division of the Union Pacific Rail- 
way. Mr. Doddridge has been on the road 17 years, com- 
mencing as a telegraph operator and gradually rising to his 
present position. He has accepted an office as Manager of 
the Anaconda Mining & Smelting Works at Butte, Mon- 
tana. 


—Mr. W. W. Sharpless, Car Accountant of the Burlington 
& Missouri Railroad, died very suddenly of heart disease in 
Omaha, Neb., Nov. 12. He was about 40 years old, and 
had been on the road iv various positions over 18 years. Mr. 
Sharpless was of a very nervous temperament, and it is 
thought that his death resulted from excitement over elec- 
tion news. 


—Mr. R. M. Hemphill has resigned his position as Master 
Car-Builder of the Illinois Division of the Wabash, St. Louis 
& Pacific road. Mr. Hemphill was for many years Master 
Car-Builder of the old Toledo, Peoria & Warsaw road, and 
when that road was leased to the Wabash he was continued 
in his position on the leased line. On his retirement the em- 
ployés of his department presented him with an elegant 
gold-headed cane, a silver pitcher and a handsome writing- 
desk. 


—Mr. Wm. H. Perry, General Eastern Agent of the Mich- 
igan Central road, died Nov. 15, at his residence in Buffalo, 
N. Y., aged 53 years. He was born in Clarkson, N. Y., and 
when 18 years old became clerk in a forwarding house in 
Buffalo. When the Merchants’ Dispatch was organized he 
became cashier, and, after filling that office for several 
years, he was appointed General Manager of the Great 
Western Dispatch. In 1871 he was appointed General 
Freight Agent of the Canada Southern road, and continued 
in that office until the lease of the road to the Michigan Cen- 
tral, when he was made General Eastern Agent of both 
lines. 





TRAFFIC AND EARNINGS, 
Cotton. 


Cotton movement for the week ending Nov. 14 is reported as 
follows, in bales: 


Interior markets: 1884. 1883. Inc. or Dee. P.c. 
Receipts es ala erais he Rae: 145,839 D. 10,440 7.2 
SRIDMONES. 2... cc cecictsves AERO 115,159 D. 3,734 32 
Stock, Nov. 14. .. . 198,970 348,929 D. 144.959 42.1 

Seaports: 
ona cect, -sasavce 269.114 242,078 I. 27,036 6.6 
0 «os 200421 207,716 D. 295 (0.1 
ONS Ue: See 779,412 842.179 D. 62,767 7.5 


The total movement from plantations for the cotton year 
(from Sept. 1) to Nov. 14, is estimated at 2,292,014 
bales; the decrease, as compared with last year, is 164,207 
bales; the decrease as compared with 1882 is 33,552 bales, 
and with 1881, 70,178 bales. 


Chicago-Kansas City Passenger Rates, 


On Nov. 14, the Chicago & Aiton issued a circular fixing its 
rates between Chicago and St. Louis at $6.50, and between 
Chicago and Kansas City at $10. Later it proved that this 
reduction, which is about 30 per cent. on the previous rates, 
was not sufficient to meet the case and a general cutting in 
rates between Chicago and Kansas City was commenced, 
with a probability that the rate will again be made as low 
as $1. 
East-bound Freight Rates. 


The Trunk Lines presidents’ meeting closed on Thursday 
of last week, the presidents having taken action on freight 
matters only, no compromise or agreement having been 
reached asto the passerger war. The presidents decided on 
the immediate restoration of rates in all cases where cuts 
bad been made from the established tariff. In this decision 
they included live stock and dressed beef. The presidents 
recommended that the order for the restoration should take 
effect Nov. 17, the orders issued, however, being for the 
maintenance of nominal, and not for the restoration of, 
rates, as all the cutting done has been irregular and nomin- 
ally without orders. The details were left to the Joint 
Executive Committee and the general freight agents. 

The Joint Executive Committee held a session on Nov. 13 
and 14, which is fully reported elsewhere. 

On Tuesday of this week a meeting of the Trunk Lines 
Committee was held for the purpose of discussing measures 
for restoring rates on live stock and dressed beef. No ac- 
tion was taken, however; chiefly in consequence of some 
doubts as to the action of the Lackawanna, which is not in 
the pool, and further negotiations are to be undertaken. 


New England Traffic. 


The Boston clearing house reports loaded cars coming into 
New Engand at all points during the month of October, 
1884, as compared with October, 1883, as follows: October, 





1884, 42,608; October, 1883, 41,831; increase, 777. 


Railroad Earnings. 
Farnings of railroad lines for various periods are reported 
as follows: 


Ten months ending Oct. 31: 
1884 

















i Inc. or Dec. P.c. 
Ala. Gt. South... $884,817 a $30,821 3.6 
Char., Col. & A.. 697,877 D. 61,089 6.4 
Ches. & Ohio..... 2,943,302 D. 311,800 9.6 
Cin.,N.O.&T.P. 2,137,442 I. 10,359 0.5 
Cin., W. & Balt .. 1,458,530 D. 150,848 9.4 
Cleve., Ak. & C.. 406,256 D. 42.616 9.5 
Col. & Greenville. 516,763 D. 85.406 142 
Des M. & Ft. D.. 290,862 z 14,761 5.4 
Eliz., Lex. & B.S. 623,740 I. 20,218 3.3 
Fla. Ry. & N. Co. 786,037 4 z 45,156 6.1 
Ft. Worth & D.. 395,812 312,246 I. 83,566 26.8 
Grand Trunk.... 14,317,426 16,030,797 D. 1,713,371 10.7 
Gulf, Col. & 8S. F. 1,461,295 1,691,892 D. 230,597 13.6 
Ind.,Bloom.& W. 2,227,960 2,488,748 D. 260,788 10.5 
Kansas City, Ft. 

Scott & Gulf... 1,962,243 1,391,572 I. 970,671 41.0 
Kan. City, Spr. & 

Se a eee ee ae 
N. O. & Nor’east. 348,647 81,625 L 267,022 327.1 
Norfolk & West. 2,194,042 2,27 2 D. 80,520 3.5 
Ohio Southern... 3,553 ~96,227 I. 80,226 27.1 
Rich. & Dan.... 3,146,808 D. 11,070 0.3 
St. L., A.& T. H.: 

Main Line .... 1,101,862 1,216,299 D. 114,437 9.4 

Belleville Line. 618,826 683,398  D. 64,572 9.4 
Shenandoah Val.. 631,378 708,464 D. 77,086 109 
South Carolina... 968,264 1,073,280 D. 105.016 10.8 
Vicksburg & Mer. 387,830 401,688 D. 13,858 3.4 
Vicks., 8. & P.... 180,983 97,900 I. 83,083 84.9 
Va. Midland..... 1,351,770 1,420,703 D. 68,933 4.9 
Western N.C.... 362,658 312,121 I. 90,537 162 

Month of October: 

Ala. Gt. South... $109,734 D. 2.5 
Char., Col & A.. D. 15 
Ches. & Ohio.... Dd. 30.8 
Cin., N. O. & T. P. 2 D. 8.8 
Cin., W. & Balt.. 170.252 189.296 D. 10.1 
Cleve., Ak. & Col. 44,891 49.068 D. 8.5 
Col. & Greenville. 98,019 86,247 I. 13.7 
Des M. & Ft. D.. 34,859 37,571 D. ¥.1 
Eliz., Lex. & B.S. 66,499 70,695 D. 5.9 
Fila. Ry. & N. Co. 79,484 89.523 D. 11.1 
Ft.Worth & D... 40,600 43,665 D. 6.9 
Georgia Pacific. . 65,990 42,501 I. 55.3 
Grand Trunk... 1,477,137 1,663,592 D. 11.2 
Gulf, Col. & S. F. 207,843 263,436 D. 21.1 
Ind.,Bloom. & W. 260,114 270,937 D. 4.0 
Kansas City, Ft. 

Scott & Gulf... 212,645 193,415 I. 99 
Kan. City, Spr. & 

ar Me Oe Oo er eee es 
N.O. & Nor’east. 80,04L 12,435 I 67,606 543.7 
Norfolk & West. 263,298 297,027 D 33,729 11.3 
Ohio Southern... 46,210 37,199 I 9,011 24.3 
Rich. & Dan ... 429,179 429.834 D 655 2 
St. L., A. & T. H.: 

Main Line. .. 141,408 D. 6,929 4.9 

Bellev.lie Line. 82,046 D. 6,469 8.0 
Shenandoah Val.. 89,374 D. 15,517 17.3 
South Carolina.. 146,294 I. 11,057 7.0 
Vicksburg & Mer. 64,935 D. 9,822 15.1 
Vicks., Shreve. & 

re 46,773 27,495 LL 19,278 70.1 
Virginia Midland. 167,596 176,167 D. 8,571 4.9 
Western N. C.... 41,513 44,006 D, 2,493 5.7 

First week in November: 

Chi. & East. Iil.. $31,150 $40,069 D. $8,919 22.3 
Cin., Ind., St. L. & 

| rn 40,509 50,543 Dz 10,034 198 
Louisv. & Nash.. 265,345 327,210 D. 61,865 18.9 
Marq., H. & O.. 10,814 18,140 D. 7,326 40.6 


Second week in November : 





Canadian Pacific. $174,000 $130,000 I. $44,000 33.8 
Chi., Mil.& St. P... — 560,000 541,945 1. 18,055 3.3 
Chi. & Alton..... 210.812 214/321 D. : 16 
Chi. & Nor'west. 462,100 538,600 D. 14.2 
Long Island. .... 47,801 45.596 ° I. 4.9 
Roch. & Pitts... 24.169 19.340 I. 299 25.3 
St.L. & San F.. 102,900 93,500 I. 9.400 10.1 


Weekly earnings are usually estimated in part, and are 
subject to correction by later statements. 


Colorada-Utah Association. 


A dispatch from Denver, Col., Nov. 19, says: ‘‘A meeting 
of the Colorado and Utah pool was held here to-day. All 
the roads in the pool were represented. The principal busi- 
ness of the meeting was to receive from J. F. Tucker, the 
pool Arbitrator, the award of percentages on Colorado busi- 
ness for the three months ending Jan. 1, 1885. Under the 
old arrangement, ending Oct. 1, 1884, the Union Pacific 
received on Denver business, both freight and passenger, 
51 per cent.; the Burlington 30 per cent., and the Santa 
Fé and Rio Grande 19 per cent. On Pueblo business 
the Union Pacific and Burlington received 50 per cent., and 
the Santa Fe 50 per cent. By Mr. Tucker’s new appropria- 
tion, submitted to-day, the Union Pacific receives 49 per 
cent. on Denver freight and 51 per cent. on passenger busi- 
ness ; the Burlington 29 per cent. on freight and 30 on 
passenger: the Santa Fe 22 per cent. on freight and 19 on 
passenger. On Pueblo business the Union Pacific and the 
Burlington receive 45 per cent. on freight and 35 per cent. 
on passenger; the Santa Fe 55 per cent. on freight and 65 
per cent. on passenger. The business of the meeting was 
concluded to-night.” 


Chicagu Passenger Mecting. 


A meeting was held in Chicago last week to consider the 
question of adopting the agreement prepared by General 
Agent Moore in relation to east-bound passenger business. 
The agreement provides for a restoration of rates from Chi- 
cago to all eastern points, and by it the companies agree not 
only to maintain rates but to sell no round-trip or excursion 
tickets which will effect a reduction of tariff without the unan 
imous consent of ali the roads, parties to the agreement. It 
also provides for a theatrical rate on the basis of 2 cents per 
mile and for the abrogation of all special contracts for 
tickets at reduced rates. No commissions are to be allowed, 
either directly or in the shape of free transfers, stage fares, 
etc., and no tickets are to be sold for anything but cash. 
Finally it provides that the sale of tickets shall be confined 
to a certain number of regular ticket offices in Chicago, the 
agents in charge of the same to be paid by salary and not by 
commission. Each line is to place in the hands of the chair- 
man of the local committee $500 as a fund for the payment 
of fines wnich may be assessed for violations of the agree- 
ment. The agreement was discussed by the lines, and is to be 
finally considered Nov. 22. 


Passenger Rates. 


The cutting of west-bound passenger rates from New York 
continues in rather monotonous fashion, the different com- 
panies making reductions from 50 centsto $1 at atime. This 
week the New York Central seems tostand at $10.50 first- 
class rate to Chicago, and the West Shore, still insisting on 
the differential of $1.50, makes the rate $9. Second-class 
rates have ceased to be quoted, as there is no longer any 
travel of that class. The Lackawanna and the Erie have 
followed the New York Central rate, but have not yet cut 
down to that of the West Shore. The ticket brokers, who 
are still said to be receiving large commissions, are selling 
through tickets at a reduction from $1 to $1.50 from the 





nominal rates of the companies. While the rates to inter- 
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mediate points, as Buffalo and Detrvit, are not nominally 
cut, tickets are nevertheless sold to those points at the out- 
side offices at a reduction corresponding to that made on 
Chicago rates. 

The report that the Penusylvania intended to make a $5 
rate proved to be unfounded and that company has made no 
reduction, still charging full fares and taking what business 
it — get, apparently without. any effort to increase its 
trave 

The Boston rates have followed the New York cuts, though 
hardly to the same extent. The Boston & Albany followed 
the example of the Fitchburg road, noted last week, and cut 
its rates to $16 to Chicago and $19 to St. Louis, and a cor- 
responding reduction to other points. Further reductions 
are expected to meet those made from New York. 


Grain Movement. 


for the week ending Nov. 8, receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eleven years : 





North- -— Northwestern shipments.— 

% western .c. Atlantic. 
Year. receipts. Total. By rail. Byrail. receipts. 
1874.....2,584,330 2,537,220 297,809 11.8 2,736,146 
1875..... 3,213,054 3,419,362 1.143.631 33.5 4,057,502 
1876.....2,916.023 3,739,75 372.271 36.7 3,663,490 
1877.....3,676,648 4,147,448 426,584 103 4,077,968 
|, ew 4,669,154 4,268,616 732,892 17.1 4,851,146 
1879. ....3,918,084 2,978,882 1,106,435 37.1 5,798,781 
1880. 5,685,595 5,039,996 1,767,414 35.1 7,323.425 
1881. 3,907,872 3,688,621 1,718,713 46.6 3,772, 
1382 034,019 3,567,249 1,751,257 49.1 3,256,933 
188° 942.156 4,245,448 2,375,648 56.0 3,361,348 
1884..... 5,710,496 4,542,060 2,154,278 47.4 3,418,596 


‘Thus the receipts of the Northwestern markets for the week 
were 232,000 bushels less than in the corresponding week of 
last year, but more than in any other year. They were 
1,049,000 bushels less than in the previous week of this year 
and smallest for three months. A considerable part of the 
decrease was probably due to the election in the week. 
There was a still larger decrease in the first week of No- 
vember, in 1880. There was a decrease at every market. 

The shipments of the markets were larger than in the cor- 
responding week of any previous year except 1880. The 
rail shipments, however, were less than last year; 269,996 
bushels went down the Mississippi, and the lake shipments 
were less than the rail shipments. The total shipments were 
the smallest for three months, and 904,000 bushels less than 
in the previous week. 

The Atlantic receipts were a trifle more than in the corre- 
sponding week of last year, but with that exception were 
the smallest since 1874. They were 808,000 bushels less 
= —_ previous week of this year, and the smallest sinee 

uly 19. 

Exports from Atlantic ports for this week to Nov. 8 for 
five years have been: 

1880. 1881. 1882. 1883. 1884, 
Flour, bbls. 172,671 115.408 181,059 147,027 108,540 
Grain, bu..4,292,401 2,263,409 1,179,416 2,213,822 2,667,294 

The exports of grain for the week this year were the larg- 
est for eight weeks, but those of flour were the smallest since 
the middle of July. Heretofore since harvest they have 
been larger. 

Coal. 


The coal tonnages for the week ending Nov. 8 are reported 
as follows: 


1884. 1883. Ine. or Dec. P.c. 
ree 398,367 723,494 D. 325,127 449 
Eastern bituminous ..... 188,397 188,871 De 474 0.3 
on SRE ECE A 41,686 63,811 D. 22,125 35.1 


in anthracite a better demand is reported for stove and 
nut sizes, which are chiefly in demand for domestic use, but 
for the larger or steam sizes the market is very dull. The 
light shipments for the week are due to a partial stoppage 
of the work. The weather continues very mild and so un- 
favorable to the trade. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending Nov. 8 was: 


Coal. Coke. Total. 
Line of road ........ + (eR eeeeaeee 136,610 40,425 177,035 
From other lines ........ ....... «- 60,317 1,261 61,578 





I ee en ie 196.927 41,686 238,613 

The total tonnage this year to Nov. 8 was 11,277,180 
tons; to the corresponding date last year, 10,480,273 tons: 
increase, 796,907 tons, or 7.6 per cent. 

Cumberland coal shipments for the week ending Nov. 15 
were 63.243 tons. The total shipments to Nov. 15 were 
2,537,478 tons: to corresponding date last year they were 
2,226,264 tons, showing an increase this year of 311,214 
tons or 13.9 per cent. 

The Cumberland operators have given notice of a reduc- 
tion of wages from 50 to 40 cents aton. They claim that 
this is necessary to enable them to compete with the Clear- 
field mines. It is possible that the miners may strike, al- 
though the time is very unfavorable for them. 

San Francisco coal receipts in October were unusually 
large, amounting to 115,499 tons. For the ten months to 
Oct. 31, they were 731,663 tons, against 589,300 tons to 
the corresponding date last year; an increase of 142,363 
tons, or 24.2 per cent. 

The coal tonnage of the Baltimore & Ohio Railroad for 
the year ending Sept. 30 last was: 


1883-84. 1882-83. Inc. or Dec. P.c. 
Main Stem. .......000..0. 3.268,52L 2,581,557 I. 686,964 26.6 
Pittsburgh Division...... 2,157,606 2,402,130 D. 244,524 10.2 


Trans-Ohio lines..... ... 966,548 684,696 I. 281,852 41.1 








, rts 6,392,675 5,668,383 I. 724.292 12.8 

The Main Stem tonnage last year included 2,227,352 tons 
carried to Baltimore, 601,257 tons delivered at local points 
or carried west, and 439,912 tons for the company’s use. 
Tbe company carried last year a larger share of the Cum- 
berland output than ever before. The statement includes 
coke as well as coal. 

Anthracite coal tonnage for October and the ten months 
to Oct. 31 is given as follows by Mr. Jobn H. Jones, the 
Official Accountant, the statement including the entire pro- 
duction of anthracite coal, excepting that consumed by em- 
ployés, and for steam and heating purposes about the 
mines : 


-~——-~-October.—— —Ten months.—— 

M 1884. 1883. 1884. 1883. 
Phil. & Read.... 1,147,107 1,328,809 9,122,566 10,235,085 
Lehigh Valley... 596,319 657,243 4,837,668 5,225,464 


Del., Lac. & W.. 502,203 543/515 4,218,236 4,218,650 
Del. & Hud. Can. 
ee 330,128 379,478 2,757,039 2,910,342 





Pennsylvania. .. 805,461 298,900 2,659,728 2,288,787 
Penn. Coal Co... 139,713 180,087 1,136,208 1,276,682 
N.Y ,L.E.&W.. 42,503 38,241 324,158 306,783 

Total.......... 3,063,434 3,426,273 25,055,603 26,461,793 


New Jersey Central tonnage is included in that of the | 3 


Pudiadsiphia & Reading in both years. Lebigh Valley ton- 
nage includes that of the State Line & Sullivan road— 
10,788 tons in October of this year. In addition to the ton- 
nage above there were 57,433 tons transported from mines 
by Delaware & Hudson Canal Co. during October which is 
included in tonnage of other interests. 


For October there was a decrease of 362,839 tons, or 10.6 
per cent.; for the ten months a decrease of 1,406,190 tons, 
or 5.6 per cent. For the ten months the Pennsylvania Rail- 
road shows a large gain and the New York, Lake Erie & 
Western a small one; the Delaware, Lackawanna & West- 
ern a loss of only 414 tons, and the other companies consid- 
erable decreases. 

For the ten months the percentage of the total output 
credited to each company was as below: 


Inc. or 
1884. 1883, Dec. 

preg x & Reading............... «. 26.4 38.7 D. 2.3 
co } - eae er 19.3 19.7 D. 0.4 
Delaware, Lackawanna & Western...... 16.8 15.9 I. 0.9 
Delaware & Hudson Canal Co... ........ 11.0 Faeroe 
Pennsylvania Railroad............  ..... 10 6 8.7 I, 1.9 
Pennsylvania Coal Co........ .. ..s..0e- 4.6 48 D.0.2 
New York, Lake Erie & Western........ 1.3 1.2 I. 0.1 
IE vinstater cmp ne et naeti ae beatin 100.0 100.0. ....... 


The stock of coal on hand at tide-water shipping points, 
Oct. 31, 1884, was 781,810 tons; on Sept. 30, 1884, 885,591 
tons: decrease, 108,781 tons, or 11.7 per cent. during the 
month. 








RAILROAD LAW. 


Injury to Employe—Defective Brakes. 


In the case of Haslett against the Central Railroad & 
Banking Co., the Georgia Supreme Court holds as follows, 
affirming judgment of lower court for plaintiff: . f 

It is the duty of a railroad company to furnish its 
employés with reasonably safe material and tools for their 
use while working in its service; but if the employé is aware 
of the dangerous character of any particular tool or instru- 
ment, and continues to use it, he cannot have redress for 
any damage he may sustain by its use; nor would it alter the 
rule if an employé knowingly used a dangerously defective 
tool under the immediate orders of a superior employé. 

The evidence in this case does not show affirmatively that 
the injured employé had knowledge of the defect in the ma- 
chinery which caused his injury, nor is it clear that it was 
any part of his duty either to inspect the piece of machinery 
in question or to report its defects. The testimony as to the 
manner in which he used it and bis care in applying it was 
conflicting, and the Presiding Judge having approved the 
finding of the jury, this Court will not interfere. 

In the absence of other evidence upon the point, it does 
not follow that a hand whose duty it is to apply the brakes 
on a train has sufficient skill to determine their fitness for 
use by an inspection. 





Discrimination in Freight Rates. 


A dispatch from Baltimore, Nov. 14, says: ‘‘The case of 
J. M. Cook & Co. against the Philadelphia, Wilmington & 
Baltimore Railroad Co,, inthe Superior Court, for discrim- 
ination in freight rates, was concluded tc-day. The plain- 
tiffs made a contract in 1879 and 1880 with the freight 
agent of the company at Baltimore to bring sugar from New 
York at 12 cents a hundred pounds, a rebate of 8 cents 
from the published rate of 20 cents. This was represented 
to be the lowest rate. Subsequently the plaintiffs learned 
that H. C. Cook & Co. had made a contract with the same 
company for a rebate of 10 cents and Humrichhouse & 
Baylies of 9cents. The evidence disclosed that these latter 
contracts were made in New York and Philadelphia respec- 
tively. On prayers submitted tothe Court it was ruled that 
the plaintiff could not recover exemplary damages, but was 
confined to the difference between the amount charged the 
plaintiff under the contract and the amount charged other 
shippers—2 cents on each 100 pounds of freight shipped, 
amounting in all to $1,294. In order to find this verdict it 
was ruled the jury must find fraudulent representations on 
the part of the defendant, and that its agent was authorized 
to act for it in making any representations. The jury after 
being out half an hour rendered a verdict for the plaintiff 
for $1,232.” 


Duties of the New York Railroad Commission. 


The New York Supreme Court has refused the petition of 
J. M. Horton for a mandamus to compel the Railroad Com- 
missioners to investigate the question of rates on milk and 
cream. In the opinion the Court says, after reciting the 
law governing the Commissioners: “‘ I do not think the duty 
of examination thus imposed upon the board confers upon 
any person a clear legal right, such as is enforceable 
by mandamus, to have the Railroad Commissioners 
make any particular examination of any particular 
question at any particular time. They may lawfully 
refuse to make an examination into a given subject (other 
than an accident) on the ground that they have become 
fully and sufficiently informed in regard to it already; and 
that is what they appear to have done in the present case. 
In creating the Board of Railroad Commissioners, which is 
a new institution in this state, the Legislature seems to have 
purposely invested it with wide discretion as to all matters 
of investigation. That discretion is not to be controlled by 
the courts. If itis exercised wrongfully or improvidently 
the remedy is in the hands of the Legislature.” 








OLD AND NEW ROADS. 


Addison & Northern Pennsylvania.—Woerk has been 
begun on the extension southward from its present terminus 
and some progress has been made on the grading. A con- 
struction train will be put on the road shortly and track- 
laying willbe begun. The company is now laying steel 
rails on the older portion of its road to replace the iron ones 
in-use. \ 





Beech Creek, Clearfield & Southwestern.—This 
road is now completed to Phillipsburg, in Centre County, 
Pa., 15 miles beyond the late terminus at Peale, and 70 
miles from the junction with the Pine Creek road at Jersey 
Shore Junction. Through trains will soon run to the new 
terminus. The road crosses Moshannon Creek on an iron 
viaduct 830 ft. long and 116 ft. high, which is just tinished. 
The grading and masonry are nearly comple’ from Phil- 
lipsburg through Clearfield to Ansonville, about 30 miles, 
and track-laying will soon be begun on this extension. 


Brooklyn Elevated.—On the consent of all parties 
concerned in the Bruff Elevated Railway suit, before Judge 
Wheeler, in the United States District Court, Nov. 14, it 
was ordered, adjudged, and decreed ‘that all the right, 
title and interest of the defendants, William F. Bruff, 
Robert B. Floyd and Conrad N. Jordan, both individually 
and as trustees, of, in, and to all bonds retained or reserved 
by the Farmers’ Loan & Trust Co., of this city, asa 10 per 
cent. reserve under the contracts for the construction of the 
Brooklyn Elevated Railway, dated Feb. 7, 1879, and April 

, 1880, and of, in, and to 2,050 shares of the 
stock of the railroad company of the par _ value 
of $100 each and heretofore held by the Receivers 
of the company, and of, in,and tocertificate of engraved 
stock, numbered 9, of the Brooklyn Elevated Railway Co., 





and of, in, and to all stock or scrip for stock deposited by 
the defendant, Conrad N. Jordan, as Trustee, with the Cen- 


= 


tral Trust Co., of New York, and for which said company 
issued certificates of deposit Nos. 41, 56 and 155, and of, in, 
and to certificates or scrip for stock of the elevated road 
company Nos. 275, 276 and 277, and all securities held by 
Ladenburg, Tholmann & Co., be transferred and delivered 
to, and to belong to Ashbel P. Fitch, Adolf Ladenburg, Ed- 
ward Lauterbach, Leonard Lewisohn, Abram J. Harden- 
bergb, Stephen Petters, Alfred J. Pouch, Charles J. G. Hall, 
Hugo Rothschild, Elbert Snedeker and Frederick Ublman, 
as trustees representing the security holders of the Brooklyn 
Elevated Railway Co., the cash subscribers, and the trus- 
tees of the cash subscribers by whom the railroad is being 
constructed.” 


Burlington, Cedar Rapids & Northern.—Track on 
the Dakota Extension is reported laid to Watertown, Dak., 
165 miles from the starting point at Lake Park, Ia., 377 
miles from Vinton and 498 miles from Burlington. The 
extension has been very rapidly built, and will be opened 
for traffic in a short time. 


California Southern.—This company has issued a cir- 
cular, stating that a majority of the bondholders have 
agreed to exchange their first-mortgage bonds for the in- 
come bonds which the Atchison, Topeka & Santa Fe Co. 
proposes to issue on the whole line of the road when extended 
to connect with the Mojave Division of the Atlantic & Pa- 
cific. The bonds held by those who have thus far assented 
amount to about $2,300,000. The other holders are urged 
to come forward speedily and exchange their bonds for re- 
ceipts, which will be given by Warren Sawyer, trustee, in 
which it is agreed that the lien of the bonds on the property 
shall not in any way be impaired until the success of the 
plan is assured. 


Camden, Glcucester & Mt. Ephraim.—The con- 
trolling interest in this road has been sold to parties in the 
interest of the Philadelphia & Reading Co., and the road 
will be operated in connection with that company’s Phila- 
delphia & Atlantic City line. The road is of 3 feet gauge, 
and runs from Camden, N. J., to Mt. Ephraim, 6 miles. 
The object of the purchase is to secure its terminal 
station and grounds in Camden, which are well situated, 
and will be used for the Atlantic City road. 


Chesapeake & Nashville.—The surveys of this pro- 
jected line are now nearly completed from Nashville, Tenn., 
to the junction with the Cincinnati Southern road. It is 
said that arrangements have been made to lay track on the 
old graded road-bed from Gallatin, Tenn., to Hartsville, 34 
miles, which the company now owns. 


Delaware, Lackawanna & Western.—This company 
makes the following statement to the New York Railroad 
Commission of the operations of its leased lines in the state 
for the quarter ending Sept. 30 last. 











chit ocho neatasinbonrbmesatanetesesserneshcheonde $1,60 *,017 
Expenses.......... che KseAenn, hbaxasss ain, aaaemes 757,400 
IE necsceas Ge ncc0 scenes cd eusdveesenaias $844.617 
Rentals, interest, ete ........... .. rR re 521,863 
SIN is 0 60 skciss we. odes Apsainn -coeee $322,754 


The statement does not give the amounts paid for divi- 
dends under the leases of the several roads. 


Denver & New Orleans.—It is reported that agree- 
ments have been made which provide for the extension of 
this road from its present terminus at Pueblo, Col., south- 
ward toa connection with the Texas Central at Albany, 
Tex. It is said that three years only are allowed for the 
work. The contract is probably a conditional one. 


Denver & Kio Grande.—Receiver Jackson states that 
all back wages have been paid from the earnings of the road 
and no certificates have been issued as yet. He expeets to 
provide for other items of the floating debt from current 
earnings. No statement has yet been made as to the prob- 
abilities of payment of the coupon defaulted on the first- 
mortgage bonds. * 

Messrs. Van Weel and Flemming, the representatives of 
the Amsterdam and Scotch bondholders, have made an in- 
spection of the road, and report that it is in better condition 
than they bad expected to find it. 

An outline of the plan of reorganization proposed is given 
out as follows: 1. A reduction of fixed charges to a basis 
of perfect safety. 2. Judicious provision for the future 
capital requirements of the road. 3. An assessment on the 
stock sufficient to put the road in a shape to be worked 
more economically, as well as to raise the track, put in some 
iron bridges, etc. |The consolidated bondholders will prob- 
ably be asked to take new bonds, bearing about one-half the 
present rate of interest, and to accept preferred stock or in- 
come bonds for the balance. 

It is estimated that the net earnings for the current year, 
if applied to interest payments, would be sufficient to pay 
about 4 per cent. on the consolidated bonds, after paying 
all prior liens. 


Franklin & Megantic.—Tracklaying on this road is 
completed this week, and the work of ballasting, building 
stations, an engine-house, etc., is well odvtanul The line 
runs from the Sandy River road at Strong, Me., northward 
through New Portland to Kingfield; it is of 2 ft. gauge and 
18 miles long. It runs through a good country, and besides 
agricultural products is expected to carry lumber and lum- 
bering supplies, and a considerable sporting and tourist 
travel in the season. It has been built by Charles H. 
Sawyer, of Bangor, Me., as contractor, under the super- 
vision of Mr. Frederic Danforth, of Gardiner, Me., as Chief 
Engineer. 


International, of Maine.—At the annual meeting in 
Bangor, Me., Nov. 13, the stockholders voted to apply to 
the next Legislature to have the route changed and be al- 
lowed to build a bridge across Moosehead Lake. 


Kansas City, Fort Scott & Gulf.—This company bad 
more subscriptions than it asked for offered for the building 
of the Kansas City, Clinton & Springfield road, the new cut- 
off on its Memphis line. 

It is stated that the price paid to the Atchison, Topeka & 
Santa Fe for the Pleasant Hill & De Soto road was $3,500 
per mile in cash, besides the bonded debt of $2,700 per mile, 
making a total of $6,200 per mile. The purchased road is 
to be used as part of the new cut-off line. 


Lake Shore & Michigan Southern.—The Com- 
mercial and Financial Chronicle says: ‘President Newell, 
of this company, bas signed bonds of the Mahoning Coal 
Railroad Co. to the amount of $1,500,000. The road is leased 
to Lake Shore, which guarantees principal and interest of 
these bonds. This circumstance may have given rise to 
and Fo a that the Lake Shore was going to issue more 

nds.” 


Lehigh Valley.—The new cut-off at Rockport, Pa., has 
been completed, and the new double-track line between 
Fairview and Glen Summit was opened for traffic Nov. 17. 
The pew line cuts across a bend of the Lehigh River, where 
the old line followed the river; it saves 114 miles in distance 
and 331 degrees of curvature. Its completion nired the 
boring of a tunnel 1,200 ft. long through solid , witha 





long rock cutting at each end, making in all nearly a mile of 
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costly work, but the advantage gained will justify the ex- 
penditure, 

This company is making considerable progress with the 
work on its terminal property in Buffalo, N.Y. The freight 
house is finished and the yards are being laid out. On the 
Tifft farm property the work on the Zooks and canals is 
making good progiess. On the line which is to connect the 
property with the Ene outside of Buffalo the bridges are all 
up, and a large force is employed.on the grading. 


Louisville & Nashville.—This company’s statement 
for September and ‘he three months of the fiscal year, from 
July 1 to Sept. 30, is as follows : 


-———September.———. ——Three months.—— 
: 1884 1883 





1884, 3. : 3. 
Barnings..... ....$1,145,366 $1,894,179 $3,322,783 $3,710,082 
Expenses ........ 667,685 ~ 7631437 — 1°872)358 2,166,596 

Netearnings.... $477,68L $570,742 $1,450.425 $1,543,486 
Per cent. of exps. 58.3 67.2 56.3 58.4 


For the three months this shows a decrease in gross earn- 
ings of $387,299, or 10.4 per cent., a decrease in expenses 
of $294,238, or 13.6 per cent., and a resulting decrease of 
$93,061, or 6.0 per cent. in net earnings. 


Memphis & New Orleans.—This company has applied 
for charters in Mississippi and Tennessee to build a railroad 
from Yazoo City, Miss., the terminus of a branch of the 
Illinois Central, northward to Memphis, Tenn., about 170 
miles. The incorporators are James C. Clarke, Stuyvesant 
Fish, James Fentress, R. P. Neely, Francis Fentress, R. LL. 
Walker and Luke E. Wright, who are all connected with 
the Iilinois Central Co. The projected line is parallel with 
that company’s Southern Division, but some distance west 
of it; if built, it would come into direct and close competi- 
tion with the Louisville, New Orleans & Texas road. 


Mexican Railroad Notes.—The Mexican National in 
one week recently brought into the city of Mexico 40 
double-deck car loads of hogs. This is comparatively a 
new traffic. 

The same road runs a special train between Mexico and 
Huacaleros for the benefit of the market men and women, 
chiefly Indians. The fare is 50 cents, and from three to five 
car loads are carried daily. 

The same road recently brought to Mexico a “ conducta” 
of $500,000 in silver, with a guard of 125 soldiers. The 
** conducta” was brought from San Miguel, to which town 
it came from San Luis Potosi by mules. 

A tramway or horse railroad has been located from 
Atasta to Tamulte, 8 miles, and work will be begun at once. 
Mr. L. Weber is the engineer, 

The Legislature of the state of Guanajuato has passed a 
bill providing that citizens who join in pursuit of train 
wreckers shall be vested with the authority of special 
police and not be responsible for injuries inflicted on the 
wreckers. These latter are to be put to death on proof of 
their crime, as also their accomplices. The nearest judge 
may act on the case and pronounce sentence of death within 
one month from the date of the assault. 


Michigan & Ohio.—On Nov. 1, as already noted, this 
company defaulted on the interest then due on its first mort- 
gage bonds. Last week application was made for the appoint- 
ment of a receiver, and the Court granted the petition, sel- 
ecting Mr. J. A. Latcha, President of the company. 


New York Central & Hudson River.—This com- 
yvany bas filed plans for an addition to the Grand Central 
Jepot in New York. It will be on the north side of Forty- 

second street and extend from 870 ft. east of Vanderbilt 
avenue to a new street opened by the railroad company in 
place of Fourth avenue. The structure will cover an area 
of 91 ft. front by 693 ft. deep. Of the front about 40 ft. 
will be two stories and have a mansard roof. The rest of 
the building will be one story, with a peaked roof of corru- 
gated iron. The cost is put down at $200,060, 


New York, Philadelphia & Norfolk.—This new 
road was opened for traffic Nov. 17. In connection with the 
Philadelpbia, Wilmington & Baltimore and tbe Pennsy]- 
vania Railroad through trains will be run between New 
York and Norfolk by this route. The train, as now run, 
leaves New York at 8 p. m.. Philadelphia at 11 p. m., and 
reaches Cape Charles City at 6:30 a. m., the transfer from 
that point to Norfolk being made by boat, reaching Norfolk 
at 9:30 a.m. For the present a chartered boat is used, but 
when the company’s ferry: boatis finished, cars will be trans- 
ferred to Norfolk without change. 


New York, West Shore & Buffalo.—A remonstrance 
has been signed by bondholders, representing to the trustee 
that the present course of the Keceivers in cutting rates is 
ruinous to the property. They threaten, if it is continued, 
to take legal measures against the Receivers. but in what 
shape is not stated. It is claimed that this remonstrance is 
signed by holders of only $4,000,000 bon ds, and that the 
holders of a large majority of the bonds approve the cou rse 
of the Receivers. 

Reports are current as to the future action of the bond- 
holders. It is said that holders of a large majority of the 
bonds have substantially agreed upon a foreclosure and the 
organization of a new company, with the issue of new first- 
mortgage bonds to an amount sufficient to pay for the ter- 
minal property and the equipment, and the substitution of 
income bonds for the present firsts. This is the most proba- 
ble of the current reports, but all of them are somewhat pre- 
mature as yet. 


Ohio Central.—The Reorganization Committee has re- 
ceived a statement from the Receiver for the year ending 
Sept. 30, showing that the gross earnings of the road were 
$1,098,600 ; the operating expenses, $754,586 ; paid for 
taxes, rentals, and betterments, $76,500, leaving net earn- 
ings of $267,513. The Receiver under instructions of the 
Court made the following disbursements: Paid car trusts 
for rental. of cars, $91,962; loss in operating the River 
Division avd improvements thereon, $51,298, leaving bal- 
ance in bis hands of $124,258. Under the plan of reorgani- 
zation presented by the committee there will be no rental 
under car trusts to pay hereafter, and, of course, no loss on the 
River Division to meet. The committee has provided that 
the total issue of the first-mortgage bonds of the new com- 
pany shall not exceed $5,000,000, Of these, $3,000,000 it 
is proposed will be issued to the first-mortgage main line old 
company bondholders, and the remainder, $2,000,000, with 
the cash assessments collected from junior security holders. 
will be retained to acquire such rolling stock and terminal 
properties at Toledo and Columbus. These sums so retained 
will, the committee believes, be amply sufficient for the 
purposes. 

Ohio River & Lake Erie.—Work is in progress on 
this road near Erie, Pa., and tracklaying will soon be begun. 
But httle work is required on the grading, as the old canal 
is used as road-bed. 


Oregon & Transcontinental Co.—The following cir- 
cular was issued to stockholders under date of Nov. 11: 

“In January last this com borrowed $8,006,250, and 
issued therefor 188 notes o 750 each, pledging with 


! record at the closing of the books on the 24th day of this 
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each note as security 500 shares of Oregon Railway & Nav- 


igation Co. stock at $50, 500 shares of Northern Pacific pre- 
ferred stock at $25, and 500 shares of Northern Pacific 
common at $12.50 per share. 

**To the holder of each note was given until Nov. 1, 1884, 
the right to purchase 250 shares of the O. R. & N. stock at 
$100, 250 shares of Northern Pacific preferred stock at $50, 
and 250 shares of Northern Pacific common stock at $25, 
The notes bore interest at the rate of 6 per cent. per annum, 
yayable every 60 days. It was agreed that a bonus of 

800,000 in Oregon & California second-mortgage bonds 
should be paid at maturity of the notes, and that said bonds 
should be worth at that time not less than 50 per cent., 
making the bonus on the loan not less than 5 per cent. in 
cash, 

** The notes mature on Dec. 31, 1881. Options have been 
exercised in connection with this loan to the amount of 12 
750 shares Northern Pacific preferred stock at $50, reducing 
the notes $637.500, leaving due on the said notes, say, $7,- 
368,750. The company owes in addition to the remainder 
of these notes, after deducting cash on hand, as will be seen 
by the accompanying statement, 33,011,750, making a total 
indebtedness of $10,380,500. * * * The directors con- 
sider that it is best for the interests of the stockholders that 
they should furnish the money now required on the notes 
of the company for one year on the following plan: 

“The company to make 2,000 notes of $5,000 each and 
pledge with each note 
70 shares Oregon Railway and Navigation stock at $50. ....$3,500 
40 shares Northern Pacific preferred stock at $25 
40 shares Northern Pavific common stock at $12.50 





MMO Siicce: dcx) Sons $5,000 
‘The stocks to be deposited with the Farmers’ Loan & 
Trust Co. to secure each note. The holder of each note to 
have the right to purchase at any time to Nov. 1, 1885: 
35 shares Oregon Railway & Navigation at $100. ..........$3,500 
20 shares Northern Pacific preterred at $50..... ........... 1,000 
20 shares Northern Pacific common at $25 .... ............ 500 


oo See eee Ce ier epee Peer Pee eee Te: $5,000 
or any of the foregoing lots at the prices stated, and apply 
the amount to the payment of bis note. The notes, payable 
Dec. 31, 1885, with interest at the rate of 8 per cent. per 
annum, payable quarterly, are offered to stockholders of 


month in proportion to the amount of stock held by them. 

‘* Stockholders are entitled to 25 per cent. of their hold- 
ings of stock if tne whole amount or more is subscribed for, 
but subscriptions may be made for such amount beyond 
their rights as they may wish. Should a sufficient number 
of stockholders desire to subscribe for amounts less than 
$5,000, but not less than $1,000 or multiples thereof, an 
effort will be made to accommodate them. ights of stock 
not taken by Dee, 1, 1884, will be disposed of as the direc- 
tors may see fit. Subscriptions to be paid into the Farmers’ 
Loan & Trust Co. on or before Dec. 30, interest at rate of 
five per cent, per annum to be allowed on amounts paid in 
before that date. The notes to be delivered Dec. 31.” 

The following is an official statement of the assets and 
liabilities of the company on Nov. 1 


Assets—Nov. 1, 1884. 





Shares. 
Oregon Railway & Navigation Co ... ..........000.04: 145,292 
Northern Pacific Railroad Co. preferred... .. ........ 90,750 
Northern Pacific Railroad Co. common............... 112,119 
Oregon & Transcontinental Co..... .........ee cee c eens 3,000 
Wisconsin Central Railroad Co. common..... .. ..... 18,714 
Milwaukee & Lake Wiunebago Railroad Co. preferred 2,775 
Milwaukee & Lake Winnebago Railroad Co. common. ? 260 
St. Paul & Northern Pacific Kailroad Co..... oe 797 
Oregon Iron & Steel Co. (cost $150,000)...... 1,500 
Oregon & California Railroad Co. preferred. ........ 150 
Oregon & California Railroad Co. common ....... a 400 


Oregon & California Railroad Co. second-mortgage 
bonds .. $1,170,000 





Oregon Improvement Co, NOteS.........6seee cee eeeees 518,000 
Lands. estimated value re eT iy ee 230,000 | 
New York City & Northern Railway Co. bonds........ 49,000 
Cost of Portland Hotel (unfinisbed)............. ..... 150,000 
Cost of Puget Sound Railroad (unencumbered)........ 775,000 


Cost of Cedar River Extension ....... Se Aras 6h ale 
Cost of Jamestown & Northern Railroad (unfinished). 
Oregon Railway & Navigation Co. balance.. 
IGTIAG MURITING TINTON .ovic cc cn cccsdseiss srcceee 
Claims against corporations (unadjusted), about...... 
Cash on band...... ~ 


335,000 . 
95,000 } 

ra tn t 25,000 
‘ . 42 000 

3,000,000 

Liabilities—Nov. Zz, 1884 

Capital stock (400,000 shares)............ +4. 

MER vcscogeucces sasesias wes 

Audited claims.... 


.... $40,000,000 
. 10,635,500 
wk eda Meee DLR CLEAR scs ation 105,000 
There are bonds outstanding of the Oregon & Transconti- 
nental Co., amounting to $9,553,000, against which an equal 
amount of first-mortgage bonds of the Northern Pacific Rail- 
road branch roads, at $20,000 per mile, are held by the 
Farmers’ Loan & Trust Co. as trustee, which bonds, accord- 
ing to agreements made with the Northern Pacific Railroad 
Co., are practically guaranteed, principal and interest, by 
that coimpany. 


Philadelphia & Reading.—No positive announce- 
ment has been made as to the payment of the December 
dividend on New Jersey Central stock. The general impres- 
sion still is that it will not be paid. 

The Reading Co. has made formal application to the New 
Jersey Central directors for the issue of $1,500,000 bonds in 
yayment for betterments make on the road since the lease. 
[he Central directors appointed a committee to examine 
and see if the improvements reported had actually been 
made, and to report to the board the results of the investiga- 
tion. 

The Philadelphia Ledger of Nov. 20 says of the payment 
of the dividend: ** Receiver Caldwell has decided that it 
cannot be paid for the obvious reason that they have no 
money; and now a method is to be devised to compel pay- 
ment. Weare informed that the counsel for the Reading 
Railroad are about applying to the United States Court for 
an order to the Reading Receivers to pay the December divi- 
dend on New Jersey Central stock, and a further order to 
them to raise the necessary funds for this purpose 
or any other purpose in their business by the sale 
or pledge of any assets they may have. We do not, of 
course, know what action the Court may take, but Judges 
McKennan and Butler may at least be expected not to au- 
thorize this novel method of financing until Receiver Cald- 
well at least is allowed to state why the dividend cannot be 
paid. If, asisthe general belief, the Reading treasury is 
almost empty, and on the same date with this dividend 
its consolidated mortgage interest—some $600,000—falls 
due, all sensible men will say it should be the first 
duty of the Receivers to take care of that, which is practi- 
cally the first lien on the road. If the company still has a 
capacity for borrowing, these consolidated coupon holders 
should be entitled tosome consideration. The United States 
Court can scarcely be imagined as willing to stand in the 
position of orderiug the Receivers to borrow money to pay 
an unearned dividend when creditors with a much better 
claim are waiting for payment. That kind of finance may 
pass current in some quarters, but hardly in this city.” 


Pittsburgh, Fort Wayne & Chicago.—In Pitts- 


360,000 | i 





burgh, Nov, 18, the Supreme Court filed an opinion grant- 


(NOVEMBER 21. 1884 


ing the application of the Pennsylvania Railroad Co. and 
the Pennsylvania Co. for an injunction to restrain the 
Pittsburgb, Fort Wavne & Chicago Co. from seizing its line, 
now leased by the Pennsylvania Co. under a claim of for- 
feiture in consequence of the latter’s retaining $50,000 rent 
now due and other rent as it occurs. Thisinjunction will 
remain in force until itis determined judicially whether or 
not the Pittsburgh, Fort Wayne & Chicago Co. shall issue 
$1,345,000 special guaranteed stock to the Pennsylvania 
Co. as claimed by tbe latter to he due it for improvements 
made on the leased road. This reverses the decision of the 
lower court, 

It is understood that, the technical point having been 
decided in its favor, the Pennsylvania Co. will not withhold 
the payment of the rental as it becomes due, and that stock- 
holders will receive their dividends regularly. 


Port Rowan & Lake Shore.—It is expect:d that the 
grading of the section now under construction, from Port 
Dover, Ont., to Houghton Centre, 30!4 miles, will be finished 
early in January and the tracklaying by March. The loca- 
tion surveys are being pushed forward from Dover to Fort 
Erie and from Houghton Centre to Windsor, and Chief En- 
gineer W. E. Soare informs us that he expects to have the 
through line from Fort Erie to Windsor, about 207 miles, 
completed by the fall of 1886. The maximum grade will be 
44 ft. to the mile and the smallest radius of curvature 2,865 
ft. The projected line is nearly parallel to the Canada 
Southern and the Grand Trunk’s Air Line Division. 


Railroad Mail Service.—A Washington dispatch says: 
** Col. W. ®. Thompson, the General Superintendent of the 
Railway Mail Service, has submitted his annual report for 
the fiscal year ended June 30, 1884. OnaJune 30, 1884, 
there were 117,160 miles of railroad upon which mails were 
carried, as compared with 78 miles in 1834. During the 
last fiscal year the increase was 6,952 miles. ‘The number of 
railway post-office lines in operation June 30, 1884, was 
845. The annual miles service was 92,640,099. Average 
annual miles run by each clerk, 41,283. 

**The increase in the number of pieces of mail matter 
handled during the fiscal year was 538,141,220 pieces. The 
percentage of increase in 1884 over 1883 was 13.52. The 
percentage of increase in the number of pieces of registered 
matter handled in 1884 over 1883 was 4.93. 

** The number of casualties during the year was 154, in 
which 7 postal clerks were killed, 28 severely injured and 60 
slightly injured. 

**The number of clerks in the service June 30, 1884, was 
3,963 ; aggregate annual salary, $3,946,018, being an in- 
crease over the preceding year of 108 clerks. 

‘* He asks for an appropriation of $4,601,000 for the next 
fiscal year for the service, and thinks that the mails to San 
Francisco can be so expedited as to gain a day between that 
city and New York.” 


Richmond & Washington.—A bill is before the Vir- 
ginia Legislature to charter a company under this name to 
build a railroad from Richmond by the most direct practi- 
cable route to a point on the Potomac River opposite the 
city of Washington. It is a revival of a project which comes 
up at Richmond every year. 


St. Paul & Northern Pacific.—This company has 
asked for the surrender of the outstanding bonds of the 
$140,000 mortgage for payment. The interest on these 
bonds will cease after April 30, 1885. This mortgage was 
made by the old Western Railroad of Minnesota. The St. 
Paul & Northern Pacific recently made full payment of the 
$100,000 mortgage of the Western Minnesota Co. The road 
is leased to the Northern Pacific. 


Syracuse, Binghamton & New York.—This com- 
pany’s statement to the New York Commission for the 
quarter ending Sept. 30 is as follows: 

Gross earnings......... .« 


$236,585 
Expenses 


96,606 


. $139,979 


IDS a dtitixce sce Wie ha nabansawewen 





Other income ...... .. 6,853 
ED ROUND ia ic sieGcnndcned sacs chedesenss, aceon e’ $146,832 
SE I OR cha ea scceesasscs sequaphades*) canuseh 47,337 


rcohebate $99,495 


Surplus for the quarter..... $* cap aneenges 
to 3.98 per cent. on the cap- 


This surplus was equivalent 
tal stock of the company. 


Texas & Pacific.—At a meeting of the bondholders in 
Philadelphia, Nov. 18, the committee appointed to confer 
wita Jay Gould reported that they had asked him to be 
allowed to name the general manager, vice-president and a 
majority of the directors. The only concession Mr. Gould 
was willing to allow them was 8 directors out of 17, to fund 
half the coupons of Rio Grande Division and New Orleans 
Pacific bonds, half to be paid in cash, and retain their lien. 
Satisfactery arrangements were promised to be made on 
loans, including a cash p»yment on the consolidated bonds. 
John C, Bullitt is appointed to confer with Mr. Gould and 
name the portion of his offers they would accept. 


Texas & St. Louis.—The passenger business of this 
road has increased so much lately that arrangements are 
being made to put on a second daily train. Five Pullman 
sleeping cars are to be put on the road for use on the new 
train. The company is doing considerable business this 
fall in carrying hunting parties to pointsin Arkansas. The 
freight business is also reported as increasing. 

Since the Receiver was appointed there have been 250,000 
new ties putin the track and other improvements made, 
including the strengthening of a number of bridges. 


Virginia & Carolina.—In pursuance of au ordinance 
adopted by the City Council of Petersburg, Va., the City 
Treasurer has issued to the Virginia & Carolina Co. $100,- 
000 of Petersburg city bonds, to aid in the construction of 
the road from Petersburg to Wards, N. C. The bonds of the 
city are dated July 1, 1883, and are payable 30 years after 
date. They bear 6 per cent. interest, payable semi-annually. 
The legality of the charter of the Virginia & Carolina Rail- 
road is to be tested by persons in Dinwiddie County, through 
which the road is to run. 

A considerable force is now at work on the road, and 
tiearly 40 miles of the grading are completed. 


Wabash, St, Louis & Pacific.—The United States 
Circuit Court in St. Louis, on Nov. 17, refused to grant the 
application of the removal of the Receivers or the appoint- 
ment of an additional Receiver. The Court said that the 
present Receivers could sufficiently proteet the interests of 
all parties in the case. 


Wisconsin Central.—On this company’s new line to 
St. Paul track is now laid to the St. Croix River, 80 miles 
westward from the starting point at Chippewa Falls, Wis. 
The work is now waiting the completion of the bridge over 
the St. Croix, when track will be laid as rapidly as possible 
on the 19 miles from the river to the junction with the St. 
Paul & Duluth road. Contracts have been concluded with 
the St. Paul & Duluth and the St. Paul, Minneapolis & Mani- 
toba for the use of their tracks into St. Paul and Minneapolis, 
and My is expected that trains will run to St, Paul next 
monta. 





